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ECONOMY! 


The sewing machine is a common example of the economy of machine over man. 
Another less common but equally true example is the 


OTIS 
INCLINED ELEVATO 


This machine, too, does its work far more quickly, far less expensively than man 
alone can do it. 











Its work is the moving of package freight between levels and floors. It takes the 
heaviest truck loads up the steepest inclines quickly and easily with its low horsepower 
motor. It is demonstrating its economy every day in many such places as terminals, 
warehouses, docks and factories. 


If you have any such work to do, it will pay you to write to us. 


OTIS ELEVATOR COMPANY 


Eleventh Ave. and Twenty-sixth St., New York 600 West Jackson Blvd., Chicago 
Offices tn All Principal Cities of the World 
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Leading Commercial and Traffic Organizations 





The National industrial Traffic League. the mem . 
oon phis Freight Bureau. L. Indianapolis Transportation Club. Wil- 
easton than Golcbinien Galas can Teuaieea eres: WF. a Sheenkan, ioe: liam ‘Thorn. Prés.; L. H. Stone, Secy. 
hove, 96 Seronerate: with ¢ ethan Pres.; James S. Davant, Commissioner, Jacksonville ‘Traffic Club, R. H. May, 
Commerce aoa lity 4 want a aend Memphis, Tenn. Pres.; aie Cc. age Secy.-Treas. 
commissions and ee tntion eoumea~ Traffic Bureau of Associated Industries, Kansas’ Mo.) Railroad Club. Wal- 
nies in romoting and aaa bett oe Central Manufacturing District. Knee- lace A. cGowan, Pres.; Claude Man- 
tanding by ‘the ublic ont the state d , Pres.; H,. D. Eberly, Vice- love, ym 
one, i B . ts of the need 7 Pres.; B. T, Rath, Secy. and Traffic Kansas City Traffic Club. John W. Mc- 
yd mee SE da eeauee' Geer tate Director, Chicago. Coy, Pres.; Alfred A. Wild, Secy. 
lation where deemed eal rte coped a fh National League a Commission Merchants Lima Transportation Club. Lloyd P. Sher- 
modification of present la pik - e cf the United States. John C. Scales, rick, Pres.; D. L. Rupert, Secv.-Treas. 
ERG Gaceite "ae We dean “detecoteemme Pres.; Chicago, lll.; R. S. French, Busi- Los Angeles Traffic Association. C. A. 
of eommerce; with the aay wt nge ness Manager, 90 West Broadway, New Thurston, Pres.; H. C. Smith, Secy. 
Ph oy 0 vance York. Louisville ‘Transportation Club. H. 
4 — = ‘ana to ‘promote, conserve Sea Hughes, Pres.: S. J. McBride, Secy 
aia end’ Ga TRAFFIC CLUBS Milwaukee Traffic Club. A. Murawsky. 
Headquarters—Tacoma Bidg., 5 North : Pres.; F. T. Fultz, Secy. 
La Salle St., Chicago. ” Baltimore Traffic Club. H. R. Lewis, Minneapolis Traffic Club. L. H. Caswell. 
Pres.; C. C. Kailer, Secy. Pres.; J. E. Lindquist, Secy. 
Birmingham Traffic and Transportation Newark Traffic Club. Arthur Hamilton, 
Officers Club. T. L. Hill, Pres.; J. W. Bryan, Pres.; Roy S. Busby, Secy. 
PaO ee epee President Sec New England Traffic club, Boston. W. 
siomanis Traffic ‘Department Cin- Brooklyn Traffic Club. E. C. Potter, Jr., P. Libby, Pres.; C. A. Anderson, Secy. 
cinnati Chamber of Commerce and Pres.; J. H. Branigan, Secy. New York Traffic Club. Thomas A 
Merchants’ Exchange. - Buffalo Transportation Club. J. H. Me- Gantt, Pres.; C. A. Swope, Secy. 
W. H. Chandler........... Vice-President glemry, Pres.; Henry Adema, Secy. Omaha Traffic Club. C. D. Blaine, Pres.; 
Manager Transportation Dept., Bos- Chicago Traffic Club. F. L. Bateman, B. J. Drummond, Secy. 
ton Chamber of Commerce. Pres.: W. H. Wharton, Secy. Peoria Transportation Club. T. A. Grier, 
Oecar he Wah. «asc o4 Secretary-Treasurer Chica 0 Transportation Association, A. D. Pres.; C. H. Gillig, Secy. 
M. Crane Co. 836 South Michi- Davis, Pres.; W. I. Chudleigh, Secy. Philadelphia Traffic Club. D. C. Hunter, 
Ave., Chicago, I Cincinnati.—Traffic Club of the Chamber Pres.; H. G. Sickel, Secy. 
BF. gan A PO PRG SE GE OS Secretary of tars i a chair- Pittsburgh ates —_ E. F. Austin, 
cag man; . ° Cc. ug . ecy. res. ; e ¥ Tr, ecy. 
’ North pap are “eee hl - ort. 5 ggg Club. uF. Doyle, eg Ling weiyg-<' + ogy WwW. C. 
Commercial Traffi a a es.; E. R. Bardgett, Secy. Wilkes, Pres.; . O. Roberts, Secy. 
hae Walter Bo Coe oe eget) «Dallas ‘Traffic Club. Mark Ford, Pres.; Rockford Traffic Club. J. H. Miller, Pres.: 
utler, Secy., Philadelphia, Pa. Cc, E. Hinds, Secy. L. E. Golden, Secy. 
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SPECIAL OFFER 


TO 


TRAFFIC WORLD SUBSCRIBERS 


Personal Replies by Mail or Wire to 
Legal or Special Service Inquiries 


Every New Tariff 


Every Supplement 

















Filed{jwith the Interstate Commerce Commission 
During the Past Week is Listed Under Its 
Proper Commodity Heading 


In the Current Issue of 


The Traffic Bulletin 


The Commission’s Tariff Rejections and Sus- 
pensions as well as Its Fourth Section Orders 
are also Shown in This Publication. 


Book of 5 Legal Coupons $5.00 Good Within 1 Year 
Ti “é 12 6é sé $10.00 “é 6é “ec we 
sé sé 10 Service be $5.00 sé sé “é 66 
be 6 24 sé ‘“céc $10.00 sé sé we 6é 


Single Legal Inquiries $1.00 
“Service “ $0.75 


Samples and Full Information 
Let Us Give You The Details 


May Be Had for the Asking. 
TheTraffic Service Bureau 


418 So. Market St. 505 Colorado Bldg. 
CHICAGO WASHINGTON, D. C. 


The Traffic Service Bureau 
418 South Market Street. CHICAGO 
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Take Out tin Pencil For 


Some Electric Truck Costs 


Five miles to the gallon and three years’ life—that’s only part of the story of the aver- 
age gasoline truck in city service. 

Every 30 miles means from $1.50 to $1.80 for gas (over $2.00 if you let the engine run 
freely) and nearly a pint of oil. The driver costs from $3.00 to $7.00 more per week than 
the capable ex-teamster on the Electric. Tires cost more, repairs cost more, often 50 per cent 
more. And the Gas truck will average 280 days on the road each year, against 295 for 
the Electric. Honestly, now, why operate a gas locomotive on city streets? Keep it for 
the long hauls, where its greater speed and radius will absorb high costs. 
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A busy 3%-ton G. V. Electric which displaced many horses. Nearly 2,500 G. V.’s in one city. 


A 5-ton G. V. Electric covering 30 miles daily in city service will need current costing 
about $1.15. At 2 cents, fifty-eight cents—or the price of two gallons of gasoline. Twenty 
pounds of grease is ample for a G. V. five-tonner for a whole year, and the average G. V. 
Electric has a proven life of ten or more years. 

The more you dig into this situation the more jolts you will get. The Gas truck simply 
can’t be made to pay against the right Electric in the city. It is a misfit—a great, powerful 
machine throttled by congestion and racked by starting and stopping. And you, Mr. Busi- 
ness Man, are paying a big price for your indifference or prejudice when you ignore—not 
our say so—but the cold facts which economic law makes irrefutable. 

Let us tell you how we saved money for over one thousand big firms. Get catalogue 


104 to-day. 


S GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory : 
Long Island City, New York 
NEW YORK CHICAGO BOSTON PHILADELPHIA 


Six Models: 1,000 to 10,000 Ibs. capacity. Dealers in unoccupied territory are invited to correspond. 
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Before Leaving for Your 
Vacation buy | 





Wells Fargo 
Travelers 
Checks 





Travelers Checks 
Money Orders 





Cash them as the occasion requires— 
forget there are banking hours. 


They are accepted by hotels, railroads, 
merchants. Your signature identifies 
you. 


You will find that the Wells Fargo men 
along your route are pretty good in- 
formation bureaus. Ask them about 
the things you want to know. They 
are able and anxious to be of real service 
to you. 


Call, write, or ’phone to the Wells Fargo 
office nearest you for more information 
about the modern way to carry money. 








As for our booklet, “Travel Funds.” 


Wells Fargo & Company 
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RAILROADS AND POLITICS 


The answer of President Smith of the Louisville 
& Nashville, to the rule issued by the court on the 
petition of the Interstate Commerce Commission 
citing him to show cause why he should not be 
punished for contempt for refusal to answer ques- 
tions as to the political activity of his road, is 
almost an anachronism, so generally has it come 
to be accepted’ that it is the public’s business to 
know all about its common carriers and other pub- 
lic service corporations. As to the technicalities of 
the case and the motives behind the inquiry em- 
bodied in the Lea resolution we have nothing to 
say, except to point out that President Smith’s 
position that the Commission has no power, under 
the law creating it, to command answers to ques- 
tions on the subject of political contributions or 
other political activity, is not well taken. What 
he says is correct, as far as it goes, but this inquiry 
was not undertaken under the powers conferred 
by the Act to Regulate Commerce, but under a 
Senate) resolution authorizing and, directing the 
Commission to make it. If, then, the Commission 
has not the power which he denies, it will have to 
be denied on some other ground than that the act 
of the Commission’s creation does not give it the 
power. 

But if the Commission has not the power, it or 
some other body should have it, we think, and we 
think also that even if there be some question as 
to the power of the inquiring body, the questions 
should be answered. The public has a right to 
know these things, and it is a step into the dark- 
ness of the past for any corporation serving the 
public to attempt to keep them secret. No matter 
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what the motives of those behind the inquiry, the 
questions appear to be legitimate. At least, if there 
is nothing to be ashamed of there should be no 
hesitation about answering, and if there is any- 
thing to be ashamed of, it should be made to come 
out. Refusal to answer cannot do other than cre- 
ate a suspicion that there have been political trans- 
actions of which the road is not proud. 

In all this we do not mean to take the ground 
that business should never take a hand in pottics 
or elections in such way as to accomplish its ends. 
On the contrary, we believe business has that right, 
and that its failure to exercise it in organized fash- 
ion is one of the respects in which it has failed, 
not only to realize its privileges, but to do its duty. 
There have been spasmodic, isolated and not always 
properly conceived efforts to take a hand in legis- 
lation or elections (an example of the improper 
sort having been exposed in the New York insur- 
ance investigation), but as a rule the business man 
takes what is handed to him and does nothing 
more than to complain when it is too late. The 
business man has a perfect right to be heard as 
to what he wants and what he does not want in 
the matter of legislation, and to do what he can 
to elect the kind of men he thinks will best repre- 
sent him and to fight the kind he thinks will be 
detrimental to him. But what he does, if it is to 
meet public approval and obtain moral support, 
must be done in the light of day. There must be 
nothing to conceal. Of course, private business 
has the legal right to use what means it chooses, 
so it violates no law, but, even so, to be of much 
real benefit or to win anything of popular support 
its propaganda must be open and above board. If 
it is not of the kind that can thrive in the light of 
publicity it ought not to live anyway. 

The case is a little different when it comes to 
public corporations like the railroads. There may 
be some question as to whether they are justified 
in taking any part in politics. But certainly, if 
they are to take part, there can be no question 
that they have no right to do so secretly, and there 
can be no question of the right of the state to 
compel publicity as to their proceedings. If a rail- 
road assists or opposes the election of this or that 
man, or contributes to this or that campaign fund, 
it may possibly be within its rights, but it is not 
within its rights when it does these things secretly, 
and it can expect only suspicion when it not only 
does them thus but refuses information to a prop- 
erly constituted investigating body. 

President Smith may have many reasons that 
seem good to him for refusing to give information 
and for resenting the influences that have led to 
this inquiry. Let him, then, make known his side. 
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What he says will receive at least as much cred- 
ence as what Senator Lea says. There is no objec- 
tion to a complete expose and full information. 
The objection is to suppression of facts which the 
public has a right to know. 


SOME NEW PENSION FEATURES 
Announcement is made by Wells, Fargo and 


Company Express to its employes of a new benefit ” 


and pension plan, which ranks in the generosity 
of its provisions with the best of the pension plans 
of great transportation or industrial corporations. 
The new system, which went into effect on June 1, 
is not the first pension provision established by 
Wells, Fargo. The company has been retiring its 
older men on pensions for more than a quarter of 
a century. But the new plan contemplates much 
more than pension relief. One of its features is 
a disability clause, which applies to any established 
worker in the company’s ranks who may be stricken 
by illness or by accident. 

This clause states that any salaried employe who 
has been six months or more in the service, when 
incapacitated for work by accident or sickness 
while not on duty, may be allowed pay for the 
period of the enforced absence, in accordance with 
a table of time allowances. If the accident should 
occur while he is on duty the compensation granted 
is, of course, much greater. For instance, even in 
the case of an injury temporarily disabling him, he 
may, to the extent required, draw full pay for six 
months and half-pay for a year following the time 
of his injury. If after this year he still is dis- 
abled the pay is continued for two additional vears. 
Then, if he shall have been fifteen years with the 
company at the time of his accident, he may go on 
a pension until the end of his days. 


Another feature of the new pension plan pro- 
vides for the continuance of a man’s salary to his 
beneficiaries for a season after his death. It is a 
principle that is being written into many of the 
new policies of the life insurance companies. The 
plan calls for full pay for a month after death and 
half-pay for an additional number of months—de- 
pending upon the length of service. 


THE COMMISSION AND WAGES 

In a communication printed elsewhere in this 
number Mr. B. E. Hutchinson of the Grand Cross- 
ing Tack Company makes a good point in reply 
to our editorial and the communication of Mr. 
C. R. Hillyer in last week’s issue on the subject 
of regulation by the Interstate Commerce Com- 
mission of railroad wages. It is that the function 
of the Commission is not merely to regulate the 
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rates and practices of the carriers, but also to 
assure to the public reasonable transportation 
charges; and that if the Commission merely takes 
into consideration higher wages in fixing rates 
without having done anything toward the regula- 
tion of those wages—which may be unreasonably 
high—it is not fulfilling its mission of keeping 
freight charges down to a reasonable level. 

Still, the same thing might be said—to use the 
same illustration we used last week--of the Commis- 
sion’s duty to regulate the price of crossties and 
steel rails. It may be that some agency other than 
the law of supply and demand ought to operate 
to keep these prices at a reasonable point, and 
if they are not kept at that point the shipping pub- 
lic must bear the burden in increased freight rates ; 
but is the duty of this price regulation one that 
necessarily belongs to the Commission? Of-course, 
the price of ties and rails is not as great a factor 
as wages in freight rates, but the principle is the 
same. 


We agree with Mr. Hutchinson as to the advan-. 


tage to be obtained from an investigation and re- 
port on this subject by a competent commission, 
and we agree also that a report by the Interstate 
Commerce Commission would inspire popular con- 
fidence. But we insist that the Commission is 
already overworked, and, while it might be called 
on to act in this individual case, it is not, as now 
constituted, the proper body to settle wage con- 
troversies. Nor would we leave the matter to the 
also overworked “George.” He has too much to 
do even if he tried to do any of it—which he does 
not. We believe in compulsory arbitration where 
the rights of the public are involved, and we be- 
lieve in enforcing the decree of the arbitrating 
body by every means possible. We simply do not 
believe that because the Interstate Commerce Com- 
mission has “made good” at so many and so great 
tasks it ought to have forced upon it every problem 
in any way connected with transportation. 


EXAMINATIONS FOR I. C. C. PLACES. 

The United States Civil Service Commission announces 
open competitive examinations for inspector of safety 
appliances and inspector of hours of service, for men 
only, on Aug. 28 and 29, 1916. From the registers of 
eligibles resulting from these examinations certification 
will be made to fill vacancies in these positions in the 
Interstate Commerce Commission at salaries of $1,800 
per annum, with necessary allowances for expenses in- 
curred while absent from headquarters in the discharge 
of official duties, and vacancies as they may occur in 
positions requiring similar qualifications, unless it is 
found to be in the interest of the service to fill any va- 
cancy by reinstatement, transfer or promotion. It is 
expected that several appointments will be made to the 
position of inspector of safety appliances and to the po- 
sition of inspector of hours of service. 
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Current Topics 
in Washington 





The Legislative Program.—The sen- 
ators who have the power, if they can 
co-operate long enough to exercise it, 
early in the week made up a program 
for the remainder of this session of 
Congress. The administration ship- 
ping bill and Senator Owens’s corrupt 
practices bill are to have the right of 
way after three important appropria- 
tion bills that were pending at that 
time are finished. After that the reve- 
nue bill passed by the House on July 10 is to be enacted 
and everybody then is to go home and give attention to 
politics. The shipipng bill is to be amended so as to 
forbid the Shipping Board buying any ship owned by a 
belligerent or any ship now engaged in trade with the 
United States, unless it is certain such ship is to be taken 
out of the American trade. The bill is also to be changed 
so it will forbid operation of ships by the government 
unless satisfactory arrangements cannot be made for op- 
eration by private corporations. All the amendments are 
concessions to Senator Clarke of Arkansas, chairman of 
the committee having charge of the bill. His opposition 
caused the defeat of the administration’s shipping bill— 
through inaction—in the last Congress. In making up the 
program the leaders did not mention the Adamson bill 
increasing the number of Interstate Commerce Commis- 
sioners. President Wilson thinks the bill should be 
passed, but he has never directed his party associates in 
Congress to put it through, as he has the shipping biii. 
Nor was there any mention of the Newlands resolution 
directing the Commission to inquire into the wage dispute. 
It is, however, possible for the Senate to act on them even 
if they are not on the legislative program, though they 
would be in much better standing if they were included 
in the list of things to be done. 








Postage Rates.—A reversion to the zone system of mak- 
ing postage rates, especially for magazines, is being agi- 
tated by Representative Randall of California, as a sub- 
stitute for the blanket system now in vogue. It is being 
promoted among newspaper publishers on the suggestion 
that they will derive a benefit therefrom because, as the 
average haul on what they send through the mails is 
comparatively short, they will receive lower rates. 
The idea that the present blanket might be made the 
minimum for short hauls is not being spread abroad. 
Inasmuch as the great expense in any system involving 
pick-up and delivery, or delivery alone, is at terminals, it 
has been suggested, for the benefit of country editors, 
that they can hardly expect any lessening of their ex- 
penses. This proposition is the reverse of what the Postal 
Reform League, known chiefly through the personality of 
Mr. Cowles, its secretary, has proposed on nearly every 
conceivable occasion. Its proposal was that freight rates 
should be made on the postage stamp system, for all ex- 
cept the shortest hauls, if not for them also. The sug- 
gestion in regard to the zone system for magazines is also 
accompanied with bait for the large users of first class 
rates. It is asserted that the low rates accorded maga- 
zines places a burden on first class mail. That assertion 


is also calculated to hold out the hope that if higher rates 
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were put on magazines, the minimum on first class mail 
would be reduced, by either increasing the maximum 
weight that might be carried for a two-cent stamp or 
lowering the minimum charge possibly one cent, ignoring 
the fact. that the present maximum weight is much higher 
than needed for the ordinary letter. 





The Private Sidetrack Problem.—The state department 
may think the submarine commerce carrier affords a diffi- 
cult matter, but that is only because it probably has never 
heard of the private sidetrack, so-called. Some day some 
secretary of state will hear of Nashville switching prob- 
lems and quit thinking he and his department know any- 
thing about real difficulties. If the Commission can limit 
the right of the owner of a sidetrack to receive live stock 
thereon, as was done this week, it has been asked, what 
is there to prevent it limiting the right of a shipper to 
receive perishable freight to points selected by a carrier? 
Fruits and vegetables move under special condifions, even 
as live stock. In the course of time special conditions 
surrounding each class of traffic could be built up and the 
rule extended. So far as ascertainable, the shippers’ idea 
is that Commissioner McChord took a sounder position 
in his dissent than did the majority in its decision. The 
concurring opinion of Commissioner Harlan, that the rail- 
roads should make deliveries because the owners of the 
abattoir track were willing to pay an extra charge for 
such deliveries, is regarded as another expression of his 
view that a so-called private track is really a plant facility 
for service on which the carrier should receive greater 
compensation than it receives for service in a less favor- 
ably located track owned by the railroad company. The 
decision in the Nashville live stock switching case, it is 
believed, has added millions to the value of the separately 
owned stockyards in the big packing centers, because it 
places the Commission on record as looking with small 
favor on efforts that may hereafter be made to establish 
live stock delivery tracks at points not now used for such 
purposes. . 





Packers Applauded Fisher.—Walter L. Fisher, former 
secretary of the interior, attorney for live stock men in 
the hearing on the Borland resolution to have the Federal 
Trade Commission investigate the packers, in a hearing 
on that resolution a few days ago found himself in the 
embarrassing position of a man who unexpectedly hears 
his opponents applauding him in a violent manner when 
he thinks he is making a fine point against them. He 
was in one of his finest periods of rhetorical fervor, calling 
on Congress to do something to deprive the packers of 
the advantage he seemed to think they have over other 
persons who might desire to become packers, by reason 
of their being allowed to provide their own refrigerator 
cars. He wanted Congress to force the railroads to fur- 
nish such cars so that anybody might become a packer. 
Ribald lawyers for the packers, like “Tom” Creigh, “Bob” 
McManus and “Charlie” Faulkner, made haste to join Mr. 
Fisher in that demand. When the poise of all concerned 
was re-established the attorneys for the packers explained 
that for years they had been trying to force the railroads 
to provide refrigerators, but that the carriers are well 
satisfied with present arrangements. And they are not 
to be blamed, explained McNanus, Faulkner and Creigh, in 
effect, since the most fortunate packer in the whole crowd 
makes less than two per cent on his investment in private 
cars. Nothing would please the packers more, they inti- 
mated, than for the Commission to enter an order in 
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respect to cars for carrying fresh meats, like the one it 
promulgated in the Pennsylvania Paraffine Works case, 
the enforcement of which the railroads are resisting in 
the courts. They pointed out that carriers, time and again, 
have proved to the satisfaction of the Commisgion that 
operating a railroad-owned refrigerator car is an expensive 
piece of business. The railroads, in nearly every instance, 
proved that it cost them more to operate a refrigerator 
car owned by them than they allow the owners of such 
cars for their use, hence the enthusiastic indorsement of 
the Fisher proposition by those against whom he thought 
he was making a point. , 





General Inquiry Abandoned.—The Commission has dis- 
continued its general inquiry into the rates, rules and 
practices of carriers in the transportation of cement, iron 
ore and finished steel and iron products, Docket No. 5013, 
instituted in 1912, soon after its decision in the complaint 
of West Virginia cement mills that the carriers were 
discriminating in favor of the Universal Cement Mill near 
Pittsburgh and thereby favoring a United States Steel 
Corporation interest. With a considerable flourish it was 
then said that the Commission was going to have a look 
into the relations between the railroads and the big steel 
company to see whether they were not, as a rule, favoring 
that interest. It looked like a big case, from the “yellow 
journal” point of view. Nothing, however, came of it, 
because other cases, notably the iron ore cases in the 
northern peninsula of Michigan, a large number of ce- 
ment cases in various parts of the country, and the In- 
dustrial Railways case threw all the light on the general 
subject that was needed. There are many men connected 
with the business before the Commission who doubt the 
value of such general proceedings, except in connection 
with a large number of specific complaints which can be 
consolidated and considered together, because the ques- 
tions raised in each appear to bear a close relation to 
each other. A. E. H. 


CHANCE FOR NEWLANDS BILL 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Chairman Adamson of the House committee on inter- 
state and foreign commerce said on July 12 that he would 
scme time soon call up the Newlands resolution (S. 60) 
for cqnsideration. The committee on rules, the body that 
makes the order of business for that branch of Congress, 
is willing to have him do that. It has approved a special 
rule which, on its adoption, will authorize the House to 
proceed with the consideration of the Newlands resclu- 
tion and dispose of it, notwithstanding that otherwise it 
would not be in order. 

At present the resolution is on the unanimous -consent 
calendar. It is being kept there by James R. Mann, leader 
of the Republicans, who, being himself the author of a 
considerable part of the legislation under which the Inter- 
state Commerce Commission regulates railroads, has not 
been convinced that that regulation is in need of investi- 
gation. So long as the resolution is on that calendar the 
consent of Mr. Mann is necessary before it can be dis- 
cussed and acted upon. 

Adoption of the special rule will put a gag on Mann 
and serve to bring forward the resolution under which, 
according to reports in circulation long prior to the hold- 
ing of the national conventions, southern leaders proposed 
formulating plans for the elimination of state regulating 
commissions. No one has ever made an authoritative 





statement as to what is back of the Newlands resolution. 
It is so broad that the proposed joint committee of the 
two committees on interstate commerce could, if it wished, 
recommend the repeal of the Act to regulate commerce, 
the abolition of the Interstate Commerce Commission and 
the making of rates by Congress upon the recommenda- 
tion of a joint committee, or upon the recommendation 
of the committee of either house. 

It is suspected the debate on the resolution in the 
House will be interesting on account of the publicity the 
subject has received since the Republican national con- 
vention adopted a declaration in favor of a unified control 
over railroad rates. ; 

Charles E. Hughes, the Republican candidate, knew about 
that plank before he accepted the nomination. Inasmuch 


as he ‘wrote the opinions of the Supreme Court in the. 


Minnesota rate and Shreveport cases, there can hardly, 
it is believed, be any question about his sympathy with 
the central thought in that plank, which is that dabbling 
in the rate question by the states produces unjust dis- 
criminations and places burdens on interstate commerce 
which the national government necessarily must remove. 

In a loose way of speaking, both decisions are regarded 
as steps toward the elimination of the state bodies by 
the courts. Of course, the courts merely declared that 
under the legislation passed by Congress the discrimina- 
tions existing around Shreveport might be removed, but 
that Minnesota rates could not be stricken down because 
they had not been shown to be confiscatory, and there 
was no allegation of undue discrimination with which 
ihe courts could deal. But the decisions indicated the 
belief of the court that the constitution gives Congress 
the power to regulate rates within a state whenever it 
is necessary, in its judgment, in carrying out the power 
to regulate commerce between the states. 


CAR SURPLUSES AND SHORTAGES 


The American Railway Association’s committee on re- 
lations between railroads, in statistical statement No. 18, 
gives a summary of freight car surpluses and shortages 
for July 1, 1916, as follows: 

Total surplus, July 1, 1916, 67,014; June 1, 1916, 70,310; 
July 1, 1915, 276,421. 

The surplus for June 1, 1916, includes figures reported 
since the issue of statistical statement No. 17. 

There has been little change in the total car surplus 
situation since the report for June 1. There is a con- 
siderable box car surplus west and northwest of Chicago 
and on the Pacific coast, but little in any other section. 
The coal car surplus shows a slight decrease, the greater 
part of the surplus being west and northwest of Chicago 
and in the East. The miscellaneous car surplus is mostly 
on the Pacific coast and in the middle West. 

Total shortage, July 1, 1916, 14,898; June 1, 1916, 12,617; 
July 1, 1915, 785. 

The shortage for June 1, 1916, includes figures reported 
since the issue of statistical statement No. 17. 

There is a very small increase in the box car shortage 
in practically all parts of the country, and a small in- 
crease in the coal car shortage in the East, but no large 
amount of shortage of any class of equipment in any one 
section. 

The figures by class<-s of cars follow: 


Classes. Surplus. Shortage. 
Ns otk te teagan oie ts alerdin telomere 26,455 8,465 
EEE a arn Cees, Mee 3,189 902 
gS er ron 14,097 5,003 
DN: Geol dancsaetaedanstimesspancae 23,273 528 
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Decisions of Interstate Commerce Commission 


DEMURRAGE CHARGE IMPROPER 


Unless a tariff specifically provides for prepayment of 
freight charges prior to delivery to a switching line, de- 
murrage may not be charged on cars held pending such 
payment. The Commission found it necessary in No. 
7607, Advance Lumber Company vs. Atlanta, Birmingham 
& Atlantic et al., Op. No. 3769, 40 I. C. C., 82-83, to reiterate 
the rule laid down by it in National Clay Works vs. M. & 
St. L., 38 I. C. C., 353. The Atlanta, Birmingham & At- 
lantic held five carloads of lumber shipped from Chelsea, 
Grasmere, Harpersville and Cragford, Ala., to Avondale, 
Ala., milled there and reshipped to interstate destinations 
because the lumber company had not paid the freight 
charges at the time the shipments arrived at Birming- 
ham, where the rails of the A. B. & A. end. The South- 
ern delivered them by a switching movement to Avondale. 
The report of the Commission says that neither the A. 
B. & A. nor the Southern’s tariffs called for prepayment 
of freight charges as a prerequisite to the release of cars 
to the switching line. The A. B. & A. tariff provided for 
delivery at Avondale; therefore it had not performed its 
whole duty when it held the cars and demanded demur- 
rage. The demurrage must be refunded, together with 
interest for nearly four years, the shipments having moved 
in 1912. 


REPARATION CLAIM BARRED 


The Commission has dismissed No. 4718, Cherokee Lum- 
ber Company et al, vs. Atlantic Coast Line et al., Op. No. 
3771, 40 I. C. C., 86-7, holding that a claim for reparation 
on 17 carloads of lumber from Roseboro and Garland, 
N. C., to points north of Virginia cities was barred by the 
statute of limitations. The claim for reparation was made 
after a decision in Docket No. 6376, unreported. The 
report in this case declares that the rate under which 
reparation was claimed in this case was not attacked in 
the original. Because more than two years had elapsed 
since the shipments moved, the attack upon the rate could 
not be passed upon. 


RATES ON PIG IRON 


CASE NO. 8147 (40 I. C. C., 146-150) 


CHATTANOOGA IMPLEMENT & MANUFACTURING CO. 
ET AL, VS. LOUISVILLE & NASHVILLE RAILROAD 
CO. ET AL. 


Submitted Jan. 17, 1916. Opinion No. 3785. 


1. Additional Routes Not Needed.—Upon the record, Held, That 
no showing has been made for requiring the defendants to 
apply over other routes the rates on pig iron from Ironaton 
and Shelby, Ala., to Chattanooga and Boyce, Tenn., at 
present applicable over the Louisville & Nashville and Ten- 
nessee, Alabama & Georgia railroads. 

2. Reparation on Misrouted Shipment Allowed.—Reparation de- 
nied except upon one misrouted shipment shown of record. 


O. L. Bunn for complainants; Charles D. Quinn for Louisville 





& Nashville R. R. Co.; H. F. Alabama & 


Georgia R. R. Co. 


HARLAN, Commissioner: 

Chattanooga is an important manufacturing city in the 
state of Tennessee and under normal conditions the more 
than 20 furnaces located there use about 880 tons of pig 
iron a day. Boyce is a suburb of Chattanooga, being but 
5 miles distant, and both points ordinarily take the same 
rates. 

As far back at least as 1908 the rate to both Chatta- 
nooga and Boyce on pig iron moving from Ironaton and 
Shelby, local points on the Louisville & Nashville Rail- 
road in the state of Alabama, was 75 cents a gross ton. 
This rate was applicable over several routes. On June 
20, 19138, the rate was canceled as to Chattanooga, and on 
Jan. 15, 1914, it was canceled as to Boyce. The with- 
drawal of the rate to Chattanooga left in effect to that 
point a gross ton rate of $1.15, being the combination of 
the local rates, 50 cents from Ironaton and Shelby io 
Gadsden and 65 cents thence to Chattanooga and Boyce. 
But as the 75-cent rate remained in effect to Boyce, to 
which point, over all routes, except that as to which the 
Western & Atlantic is the delivering carrier, Chattanoogi 
is intermediate, a lower basis of rates was available by 
using the 75-cent rate to Boyce and paying a switching 
charge of $5 a car from that point to Chattanooga. When, 
however, on Jan. 15, 1914, the rate of 75 cents to Boyce 
was also canceled, there was left in effect to both destina- 
tions the combination rate of $1.15 just referred to. The 
through rates on pig iron to Chattanooga and Boyce were 
canceled not only from Ironaton and Shelby but from all 
the Alabama pig-iron furnaces located on the Louisville & 
Nashville. As the result, however, of the solicitation of 
the complainants and the producers of pig iron at Irona- 
ton and Shelby the 75-cent rate to Chattanooga was, on 
June 12, 1914, re-established from Ironaton; the following 
day a rate of 80 cents became effective from the same 
point to Boyce; and on Aug. 8, 1914, the rates of 75 and 
80 cents to Chattanooga and Boyce, respectively, were 
established also from Shelby. But instead of being made 
applicable over several routes, as formerly, the new rates 
were restricted to the route through Gadsden, in con- 
nection with the Tennessee, Alabama & Georgia Railroad. 

Out of the 75-cent rate the Louisville & Nashville for- 
merly received 45 cents a ton for its haul of 51 miles from 
Ironaton to Gadsden, while the Tennessee, Alabama & 
Georgia, for a line haul of 92 miles, received the remain- 
ing 30 cents. As the average carload contained approxi- 
mately 30 tons, the latter carrier received but $9 a car, 
out of which it was obliged to absorb terminal charges 
at Chattanooga, amounting on the average to $3.50 a car. 
Under the restored rate the Louisville & Nashville receives 
5 cents a-ton less than formerly and the Tennessee, Ala- 
bama & Georgia 5 cents more. In explanation of its ac- 
tion in canceling the rate which had been in effect for a 
number of years, the Louisville & Nashville stated that it 
was done because— : 


Bohr for Tennessee, 


there was no margin of profit in this operation; that is, the 
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cost of transportation absorbed, or practically so, all of the 
revenue, 

The 75-cent rate is now in effect from 22 competing 
points in the Birmingham district, and from 5 other points 
rates ranging from 50 to 75 cents are in effect. So long, 
therefore, as these lower rates remain in effect from so 
many competing points it is apparent that: but little traffic 
would move from Ironaton and Shelby on a substantially 
higher rate. Recognizing this fact, and that both points 
are dependent upon it for transportation, the Louisville 
& Nashville re-established from Ironaton and Shelby the 
75-cent rate to Chattanooga in order to permit the fur- 
naces at those points to compete at Chattanooga with 
other furnaces in the Birmingham district taking the 75- 
cent rate over other routes. As we have said, the rates 
of 75 cents to Chattanooga and of 80 cents to Boyce were 
made applicable only through Gadsden in connection with 
the Tennessee, Alabama & Georgia Railroad. This ar- 
rangement is not satisfactory to the complainants, who 
ask that the Commission require the re-establishment of 
the 75-cent rate to both points over all the routes, as was 
formerly the case. The distances to Chattanooga from 
Ironaton and Shelby over the several routes are shown 
in the following table: 


From From 

Route. Ironaton. Shelby. 

Southern Ry., via Anniston, Ala................. 164 216 

Alabama Great Southern R. R., via Attalla, Ala. 143 195 
Tennessee, Alabama & Georgia R. R., via Gads- 

IG . wid Gita Fhb 0 bie bore ea neds ww bois boo: 450 nes 143 195 
Nashville, Chattanooga & St. Louis Ry., via 

a ti aI ey ag asa RR dae, 202 255 


Upon a careful examination of the situation as disclosed 
by the record we find and conclude that the route over 
the Louisville & Nashville and Tennessee,- Alabama & 
Georgia railroads affords an adequate service for all the 
traffic offered, and that no necessity or ‘justification has 
been shown of record for requiring the establishment of 
the 75-cent and 80-cent rates over any other routes. 

Under the 75-cent rate to Chattanooga in connection 
with the Tennessee, Alabama & Georgia Railroad the ton- 
mile earnings per gross ton are from Shelby 3.8 mills and 
from Ironaton 5.2 mills, or 3.4 mills and 4.7 mills per net 
ton, respectively. Under the $1.15 rate the ton-mile rev- 
enue is but 7.1 mills per net ton on the haul from Ironaton 
and 5.2 mills on the haul from Shelby. Other than a 
showing by the complainants that the rate of 75 cents a 
gross ton has been maintained for several years from a 
majority of the pig-iron producing points in the Birming- 
ham district to Chattanooga and Boyce over distances 
which are not materially less than the distance from 
Ironaton, and that the rate now applies over all routes 
except in connection with the Louisville & Nashville, no 
testimony was offered by the complainants tending to 
show any unreasonableness in the $1.15 rate. When it is 
considered that a two-line haul is involved and that one 
of the participating carriers is barely able to pay its 
operating expenses, and that the expense of delivery which 
is absorbed by this carrier is stated of record to average 
$3.50 per car, the rate of $1.15 cannot be considered to 
have been unreasonable, and we so find. Whether under 
the circumstances shown of record it was discriminatory 
and resulted in damage to the complainants is another 
question. This brings us to a consideration of the claims 
for reparation, for not only are the complainants seeking 
the re-establishment of the 75-cent rate to both Chatta- 
nooga and Boyce over all routes, but they are demanding 
reparation on that basis on all shipments upon which the 
$1.15 rate, or any higher rate, was paid. 

The recofd shows that one car consigned to the Chatta- 
nooga Plow Co. moved on Jan. 26, 1914, from Ironaton 
through Cartersville and over the Nashville, Chattanooga 
& St. Louis Railway, and that charges were assessed upon 
it at the class N rate of 20 cents per 100 pounds. As this 
car was delivered to the Louisville & Nashville without 
routing instructions, it was the duty of that carrier to 
send it over the cheapest available route. This it did not 
do. The lowest rate then applicable was the combination 
rate of $1.15 per ton, upon which basis the proper charge 
was $48.30. The charges assessed were $188.16. It is our 
finding and conclusion that the complainant, having paid 
and borne the charges, was damaged in the sum of $139.86 
by the unlawful act of the Louisville & Nashville in mis- 
routing the shipment, and that this amount should be 
refunded by that company to the Chattanooga Plow Co., 
with interest from Feb. 28, 1914. 
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From June 20, 1913, to Jan. 15, 1914, the lowest rate 
applicable from Ironaton and Shelby to Chattanooga was 
$1.15 a ton and to Boyce 75 cents a ton; over all routes 
but one, as before stated, Chattanooga is intermediate to 
Boyce. While this relation of rates, not being protected 
by an application, was violative of the provisions of the 
fourth section of the act, it is not by itself a sufficient 
basis for an award of reparation. In Nix & Co. vs. S. Ry. 
Co., 31 I. C. C., 145, 149 (The Traffic World, July to De- 
cember, 1914, p. 211), we said: 

The mere fact that the rates charged were maintained in 
violation of the fourth section of the act, while it may make 
the carrier subject to a prosecution under the act for the re- 
covery by the government of the penalties prescribed for a 
violation thereof, does not in the absence of proof of damage 
to the shipper afford a basis for an award of reparation in his 
favor. (P. R. 

U. S., 184.) 

Is there then in this record “proof of damage to the 
shipper?” That question must be answered in the nega- 
tive. The record shows that pig iron is usually purchased 
on a contract basis and shipped as needed. Because of 
their unexpired contracts certain of the complainants were 
obliged to obtain their supply of that commodity from 
the Shelby and Ironaton furnaces, although they could 
otherwise have made their purchases from 22 other fur- 
naces and at a 75-cent rate, and from 5 furnaces at even 
lower rates. We have found the rate of $1.15 not to be 
unreasonable. The mere fact that these complainants, 
because of outstanding contracts, were required to pur- 
chase their supply of pig iron at particular points cannot 
be held to put a carrier under the obligation of moving 
the pig iron at less than a reasonable rate. Nor is it, in 
the face of a record completely failing to show that the 
rate of $1.15 was unreasonable, a warrant for finding that 
the complainants are entitled to reparation on the basis 
of any rate lower than a reasonable rate. This is espe- 
cially true under the facts of the particular case now 
before us. Ironaton and Shelby are local points on the 
Louisville & Nashville, dependent entirely on that carrier 
for transportation facilities; and the record shows, as we 
have stated, that the 75-cent rate to Chattanooga was 
restored from those two points only and in order that 
furnaces located there might compete with other furnaces 
in the Birmingham district taking the 75-cent rate, Nor 
would it necessarily follow, if damage had been proven, 
that the measure of the damage was the difference be- 
tween the $1.15 rate and the 75-cent rate. In Hoover vs. 
P. R. R., 156 Pa. St., 220, 244, the court, after stating 
that the amount of injury suffered is the measure of the 
single damages to be allowed, said: 

But it does not at all follow that the amount of injury suf- 
fered is the difference in the rates charged. It might be, or it 
might not be, but, in any event, it must be the subject of proof. 

This case was cited with approval in P. R. R. Co. vs. 
International Coal Co., 230 U. S., 184, 189. 

But it is shown of record that no traffic moved to Boyce 
on a 75-cent rate over the rails of the Louisville & Nash- 
ville and Tennessee, Alabama & Gulf while the $1.15 
rate was in effect at Chattanooga. The case then falls 
within Greenbaum Co. vs. S. Ry. Co., 38 I. C. C., 715, 
where we said, page 718: 

From the decision in the case cited it is apparent that in 
order to hold a carrier or carriers responsible in damages for 
unjust discrimination it must be affirmatively established, 
among other things, that traffic actually moved at the lower 
rate from the point alleged to have been unlawfully favored 
over the line of the carrier or carriers responsible for the 
discrimination. 

It follows from what we have said that, with the ex- 
ception of the single shipment misrouted by the Louisville 
& Nashville Railroad Co., there is no basis of record for 
an award of reparation in favor of any of the complain- 
ants. With respect to all other shipments the complaint 
must be dismissed. An appropriate order will be entered. 


REPARATION TO BE AWARDED 


CASE NO. 7161 . (40 I. C. C., 151-156) 
BARTLETT HAYWARD COMPANY VS. BALTIMORE & 
OHIO RAILROAD COMPANY ET AL. 


Submitted Feb. 10, 1915. Opinion No. 3786. 

Charges collected by defendants for the transportation of vari- 
ous carload shipments of structural steel, lumber and con- 
tractors’ outfits from Baltimore, Md., to Grayland, IIl., 
found unlawful to the. extent that they exceeded the charges 
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Chi 
mol 








July 15, 1916 


that would have accrued at the flat rates applicable to the 
respective shipments from Baltimore to Chicago, IIL. 
Charges collected on contractors’ outfits from Grayland to 
Baltimore in excess of charges accruing at the flat Chicago 
to Baltimore rate which would have been accorded other 
users of the Knickerbocker Ice Co. private industry track, 
found unjustly discriminatory. Reparation awarded. 


A. E. Beck for complainant; O. W. Dynes and J. N. Davis for 
Chicago, Milwaukee & St. Paul Ry. Co.; A. D. Bowie for Balti- 
more & Ohio R. R. Co. 


BY THE COMMISSION: 


Complainant is a corporation engaged in the structural 
steel and engineering business, with its principal office at 
Baltimore, Md. By complaint, filed August 5, 1914, it al- 
leges that the rates charged by defendants for the trans- 
portation between December 9, 1912, and December 26, 
1913, of 84 carloads of structural steel, 3 carloads of lum- 
ber and 2 carloads of contractors’ outfits from Baltimore 
to Grayland, Ill., and of contractors’ outfits from Grayland 
to Baltimore, were unreasonable and unjustly discrimin- 
atory. Reparation is asked. 

The shipments to Grayland consisted of material for use 
in constructing a gas hoider for the People’s Gas Light & 
Coke Company at a point approximately equidistant from 
Mayfair, Ill., on the line of the Chicago & North Western 
Railway, hereinafter called the North Western, and Gray- 
land, on the Chicago, Milwaukee & St. Paul Railway, the 
principal defendant, hereinafter called the Milwaukee, both 
within the switching limits of Chicago, Ill. Prior to the 
movement the Baltimore & Ohio Railroad, the initial car- 
rier, quoted complainant the flat Chicago rates of 27 cents 
per 100 pounds on the structural steel and contractors’ out- 
fits, and 22 cents per 100 pounds on the lumber, as ap- 
plicable from Baltimore to Mayfair. Complainant arranged 
for delivery at Mayfair and consigned some 20 carloads to 
that point. The North Western, after delivering two or 
three of the shipments at Mayfair, refused to deliver any 
more, apparently because it had not the line haul or be- 
cause of local objection to the erection of the gas holder 
at Grayland. Complainant then arranged for delivery to 
the Milwaukee at Galewood, Ill., in the Chicago switching 
district, and transportation thence to Grayland. Besides 
the Milwaukee’s team tracks at Grayland, there are also 
private industry tracks owned. by the Knickerbocker Ice 
Company, now the Consumers’ Company, and complainant 
agreed to pay the Knickerbocker Ice Company $2 per 
car for the privilege of having the shipments delivered on 
its industry tracks. The topography of the land made it 
more convenient for complainant to unload at that point. The 
shipments originally consigned to Grayland were moved by 
the Baltimore & Ohio Railroad from Baltimore to South 
Chicago and switched by the belt line to Galewood, and 
by the Milwaukee to the industry tracks of the Knicker- 
bocker Ice Company. The Baltimore & Ohio Railroad as- 
sessed charges on the shipments at the flat Chicago rates 
of 27 cents per 100 pounds on the steel and contractors’ out- 
fits and 22 cents per 100 pounds on the lumber. The Mil- 
waukee assessed additional charges for switching the ship- 
ments from Galewood to the industry tracks of the Knick- 
erbocker Ice Company at Grayland at a commodity rate of 
4 cents per 100 pounds on the steel, a distance class rate 
of 5.1 cents per 100 pounds on the contractors’ outfits, 
and a distance commodity rate of 3.6 cents per 100 pounds 
on the lumber. Grayland is 5.9 miles from Galewood, and 
the rates legally applicable under the tariffs for this dis- 
tance on the contractors’ outfits and lumber were 4.2 
cents per 100 pounds and 3.2 cents, respectively. But, in 
view of what follows, it is not material to determine wheth- 
er the correct charges were collected for the movement 
from Galewood to Grayland. 

The real question presented is whether under the tariffs 
in effect any charges other than those based on the flat 
rates in effect between Baltimore and Chicago were legally 
applicable. 

Baltimore & Ohio Railroad tariff I. C. C. 11056, naming 
the rates on the commodities involved between Baltimore 
and Chicago, carried the following note in supplement 
No. 1: 

Note 162.—Points covered by this note are located in the 
Chicago switching district and will be subject to Chicago rates 


or arbitraries higher and deliveries as published in Chicago 
switching tariff 20C, I. C. C. 13 of L. A. Lowrey, agent. 


Grayland is covered by this note and the directory of 
industries with private or individual sidetracks in the 
Chicago district as published in Lowrey’s tariff I, C. C. 
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No. 15, and succeeding issues in force during the period 
involved lists the Knickerbocker Ice Co.—Grayland—Chi- 
cago, Milwaukee & St. Paul. This tariff carried the fol- 
lowing rule: 

This directory is to be used in connection with joint tariff 
of terminal charges, rules and regulations No. 20C, L. A. 
Lowrey’s (agent) I. C. C. No. 13, supplements thereto and re- 
issues thereof, and the facilities herein listed are available only 
as referred to in said tariff; also in connection with joint 
tariff No. 221C, L. A. Lowrey’s (agent) I. C. C. No. 12, supple- 
ments thereto and reissues thereof, applying on loaded cars 
between industries with individual or private sidetracks at such 
points in the Chicago district, as defined therein; also in con- 
nection with joint tariff of terminal and rail-and-lake No. 24, 
I. Cc. C. No. 1, Fred E. Signer (agent), I. C. C. No. 14, L. A. 
Lowrey (agent), supplements thereto and reissues thereof, and 
the facilities herein listed are available only as referred to in 
said tariffs. 

Lowrey’s tariffs I. C. C. Nos. 19 and 20, the succeeding 
issues to Lowrey’s tariff I. C. C. No. 15, and in force dur- 
ing the period involved continue the above rule, but with 
proper reference to Lowrey’s tariff I. C. C. No. 17, the 
succeeding issue to Lowrey’s tariff I. C. C. No. 13. Low- 
rey’s tariffs I. C. C. Nos. 13 and 17, effective July 10, 1912, 
and Jan. 12, 1913, respectively, and during the period in- 
volved, provide the rate basis applicable to and from 
points on issuing carriers by way of junctions within the 
Chicago district. Lowrey’s tariff I. C. C. No. 13 carried 
the following provision: 

Wherever the term industries is used in this tariff, or as the 
same may be amended, same will be understood to mean indus- 


tries as described in tarif 22B, I. C. C. No. 11 (lL. A. Lowrey, 
agent), supplements thereto and reissues thereof. 


Lowrey’s tariff I. C. C. No. 17 carries the same provision 
making appropriate reference to Lowrey’s tariff I. C. C. 
No. 15, the succeeding issue to Lowrey’s tariff I. C. C. 
No. 11. -Lowrey’s tariffs I. C. C. Nos. 13 and 17 provide 
for the application of Chicago rates from and to certain 
industries, including the Knickerbocker Ice Co. at Gray- 
land, when the rate from or to Chicago is 2% cents per 
100 pounds or higher and the charges are $15 per car or 
more. The Baltimore & Ohio Railroad,tariffs name rates 
between Baltimore and Chicago and by participating as 
an issuing carrier in the Lowrey tariffs that carrier made 
and makes itself a party to the application of flat Chicago 
rates to and from Grayland, Knickerbocker Ice Co. track. 

Complainant contends that the shipments were actually 
delivered on the industry tracks of the Knickerbocker Ice 
Co. at Grayland and that under the tariff provisions cited 
no charges should have been assessed in addition to those 
based on the flat Chicago rates, The Milwaukee, which 
assumed the defense, contends, on the other hand, that 
the shipments were not consigned to or intended for the 
use of the Knickerbocker Ice Co. and that, therefore, the 
flat Chicago rates were not applicable and that the charges 
collected were in accordance with the tariffs in effect. 


The tariff provisions quoted provided for the application 
of the flat Chicago-rates in effect between Baltimore and 
Chicago on shipments delivered at or made from certain 
industries or industry tracks named in the tariffs, in- 
cluding the tracks of the Knickerbocker Ice Co., at Gray- 
land, and contain no limitation relative to the ownership 
or use of the shipments. This, moreover, was the inter- 
pretation placed upon the tariff by the agent of the Balti- 
more & Ohio Railroad at Baltimore. The situation pre- 
sented is analogous to that disclosed in Bruer Bros. Lum- 
ber Co. vs. C., M. & St. P. Ry. Co., Docket No. 6420, where 
the defendant’s tariff covering the switching of carload 
traffic in Minneapolis provided as follows: 

Carload freight * * * from junctions with connecting lines 


to elevators, warehouses or other industries on Chicago, Mil- 
waukee & St. Paul Ry. tracks, $1.50 per car. 


Because of the temporary disconnection of the industry 
track to which the $1.50 charge was applicable several of 
the complainant’s shipments were delivered on nearby in- 
dustry tracks to which the $1.50 switching charge also 
applied, The defendant carrier charged a rate of 2 cents 
per 100 pounds for the switching. We held that the 
charge of $1.50 per car was legally applicable, saying 
that— 

The tariff provision above quoted provides for that rate for 
the switching of cars to industries specifically named in the 
tariff, and, as stated, all the industries on which delivery of 
these cars was made were named in that tariff. The fact that 


these shipments, so delivered, were owned by complainant in- 
stead of by those industries is immaterial. The tariff does 








not make any distinction between shippers because of owner- 
ship. ©¢ 2 © ‘ 

We find that the rates legally applicable on the ship- 
ments here involved which moved from Baltimore and 
were delivered on the industry tracks of the Knicker- 
bocker Ice Co., at Grayland, were the flat Chicago rates 
then in effect, viz., 27 cents per 100 pounds on the struc- 
tural steel and contractors’ outfits and 22 cents per 100 
pounds on the lumber; and that the charges collected 
were unlawful -to the extent they exceeded the charges 
that would have accrued on that basis. 


Effective Sept. 30, 1913, in supplement No. 12 to Low- 
rey’s tariff I. C. C. No. 17, an amendment covering the 
movement of shipments to or from industries within the 
Cnicago district when from or to points outside of the 
Chicago district was made as follows: 

Rule 8%. The rates named in tari¥, as amended, to or from 
industries with private sidings will also apjbly on traffic for 
other parties using such facilities for traffic connected with the 
business of the party listed in tariff 22E, IL C. C. No. 20 (L. A. 
Lowrey, agent), supplements thereto and reissues thereof, as 
the party having the private siding. 

This rule must not be construed as authorizing the use of 
individual or private sidetracks for general traffic which should 
be handled through the public facilities of the carrier. 

This rule remained in effect until December 1, 1914, 
when, by supplement No. 16 to Lowrey’s tariff I. C. C. No. 
22, the Milwaukee was exempted from its operation. 

The shipments of contractors’ outfits from Grayland to 
Baltimore moved from the industry tracks of the Knicker- 
bocker Ice Company during the period when this rule was 
in effect. They moved over the same lines as the ship- 
ments to Grayland and charges were collected at the same 
rates as on the contractors’ outfits to Grayland. The rec- 
ord shows that the industry tracks of the Knickerbocker 
Ice Company were laid upon its own property, and that 
the entire expense of their construction, with the exception 
of the cost of the metal, was borne by the ice company. 
These shipments were in no way connected with the busi- 
ness of the Knickerbocker Ice Company, and were in the 
nature of “general traffic which should be handled through 
the public facilities of the carrier.’”’ Neither the rule quot- 
ed nor the previous rule is specifically assailed, nor does 
the evidence prove that the Milwaukee’s switching charges 
or the total charges collected on the shipments from Gray- 
land were unreasonable for the services performed. 


The opposing parties discuss at length the legal right of 
carriers to deny to others than the actual owners thereof 
the use of private spur tracks of industries or to refuse 
to receive or deliver on such private industrial tracks ship- 
ments not intended for use by or in connection with the 
business of the owners. But this question is not properly 
before us, for, regardless of its possible legel right to re- 
fuse such service, the Milwaukee did receive and deliver 
all of the contested shipments on the ice company’s track. 
If the carrier recognizes the right of a track owner to ac- 
cord the use of its siding to one shipper the carrier must 
treat alike all users of the siding. Section 2 of the act ex- 
pressly prohibits a carrier from charging greater or less 
compensation for a like and contemporaneous service de- 
pendent upon the individuzl served. Wight vs. U. S., 167 U. 
S., 512. We find that all charges assessed in addition to 
the Chicago rate on the shipments from Grayland to Balti- 
more were unjustly discriminatory within the meaning of 
section 2. Our findings are not intended, however, to de- 
clare the existence of right asserted by defendants or to 
oppose the practice of owners of industrial tracks of throw- 
ing open their tracks in such a way as to make them gen- 
eral terminal facilities, thus investing the owners with 
power to foster discrimination between shippers. 

We further find that complainant made the shipments as 
described and paid and bore charges thereon at the rates 
herein found to have been unlawful; that complainant has 
been damaged to the extent of the difference between the 
charges paid and the charges which would have accrued at 
the rates herein found lawful; and that it is entitled to 
reparation with interest. The exact amount of reparation 
due cannot be determined from the present record. Com- 
plainant accordingly should prepare a statement showing 
as to each shipment on which reparation is claimed the 
date of movement, point of origin, route, weight, car num- 
ber and initials, rate applied, charges collected, and the 
amount of reparation due under our findings herein, which 
statement should be submitted to the defendants for verifi- 
cation. Upon receipt of a statement so prepared by com- 
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plainant and verified by defendants we will consider further 
issuing an order awarding reparation. 
By the Commission. 


OAK WAGON HAWNS 


In No. 7516, G. W. Green & Son vs. Southern Ry. et al., 
Op. No. 3787, 40 I. C, C., 157-9, the Commission has held 
rates on oak wagon hawns, in the rough, from Mocks- 
ville, N. C., to Woodstock, Ont., unreasonable to the ex- 
tent that they exceed the rates contemporaneously ap- 
Jlicable on oak lumber from and to the same points. Rep- 
aration has been ordered. 


FLOUR IN CARLOADS 


The Commission has dismissed No. 7530, Hutchinson 
(Kan.) Traffic Bureau vs. A. T. & S. F. et al., Op. No, 3788, 
40 I. C. C., 160-4, holding the present group rates on fiour 
in carloads from central Kansas points to New Mexico 
destinations had not been shown to be unreasonable or 
unjustly discriminatory. 


CLAY FROM FLORIDA 


1. AND S. NO. 757 (40 I. C. C., 275-279) 


Submitted May 4, 1916. Opinion No. 3804. 

Proposed increased all-rail and rail-water-and-rail carload rates 
on kaolin clay from Edgar and Okahumpka, Fla., to points 
in Central Freight Association territory, and certain points 
in Pennsylvania and West Virginia, found justified. Orders 
of suspension thereof vacated. 





R. Walton Moore, Edward H. Hart, Willis H. Fowle, William 
Burger and J. T. Johnston for respondents; Charles Conradis 
and Arthur B. Hayes for protestants. 


DANIELS, Commissioner: 


In this proceeding there was-suspended the operation of 
tariffs containing schedules of increased carload rates, 
all rail, and rail, water, and rail, on kaolin clay from 
Edgar and Okahumpka, Fla., to points in Central Freight 
Association territory, as well as to certain points in West 
Virginia and Pennsylvania. Edgar and Okahumpka are 
both on the Atlantic Coast Line, Edgar 76 miles and 
Okahumpka 165 miles south of Jacksonville. The present 
and proposed rates to representative points are shown in 
the following table and are stated in cents per net ton: 


Rail, 
All rail. water and rail. 
Pres- Pro- Pres- Pro- 
From ent posed ent posed 
Edgar and Okahumpka to— rates. rates, rates. rates. 
err 575 630 535 535 
sD. occ skciesci acs 575 630 535 549 
C, , O, b ek ececsssonenies 575 630 pas 549 
DG TE Te nsene cercncaas cea 575 630 535 535 
PMrRerevereg, W. VE. soo cc vsccces 580 628 555 591 
mnet ZAverpool, OR1lo ...c.ccecces 575 630 535 549 
I IN ho a ore oii <0 5:sve bina enone 595 631 555 591 
Be. Peeeee, CMO ...csrccccce 595 631 555 591 
>; eee eee ener 550 596 575 591 
I, TI akc carr ncdeeass 550 596 575 591 


We shall refer first to the all-rail rates, 


The points shown in the table are those to which is 
shipped, the respondents allege, more than two-thirds of 
the Edgar and Okahumpka all-rail tonnage. They further 
testify that most of the all-rail tonnage is shipped to the 
four points Sebring, East Liverpool, Zanesville and Chester. 

The present all-rail rates to certain points in the vicin- 
ity of East Liverpool in eastern Ohio are made by adding 
40 cents per ton to the rail-water-and-rail rates through 
Baltimore. The present rates to points farther west in 
Central Freight Association territory are constructed by 
combining a basing rate of $4.20 to the Ohio River with 
the established rates beyond, Cincinnati being the prin- 
cipal gateway. The proposed rates are constructed on the 
same basis as the present rates to the points referred to 
in the vicinity of East Liverpool, provided that basis will 
yield to the carriers south of the river a minimum revenue 
of $4.20 per ton, failing in which that minimum is used 
to the Ohio River as a basing rate, to which is added the 
established rate beyond. The proposed rates to points 
west of those last referred to, in Central Freight Associa- 
tion territory, are constructed by~.the use to the Ohio 
River of a basing rate of $4.60 per ton, to which are added 
the established rates beyond. The jproposed increases 
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therefore accrue to the lines south of the river, except that 
the proposed rates reflect the increases north of the river 
permitted in The Five Per Cent Case, 31 I. C. C., 351 (The 
Traffic World, Aug. 3, 1914). 

The respondents say that the present method of con- 
structing these rates was adopted about 1901, when it was 
represented to the rail lines by parties contemplating new 
clay operations near Okahumpka that approximately 100,- 
000 tons of clay annually would be offered for transporta- 
tion. The rail lines established the rates in an effort to 
attract a part of this promised tonnage from the rail- 
water-and-rail routes. This tonnage, they say, has never 
materialized. At first the rates were established only in 
connection with the Louisville & Nashville through Mont- 
gomery, but since then they have been made to apply 
over several other routes, The line originating the traffic 
and which was mainly instrumental in having the rates 
established was a part of the old Plant system, which has 
since been absorbed by the Atlantic Coast Line. 

The basis of 40 cents per ton over the rail-water-and- 
rail rates through Baltimore was established to points most 
affected by the competition of the rail-and-water routes. 
The other basis of $4.20 to the Ohio River plus the estab- 
lished rates beyond was also established to points to which 
actual rail-water-and-rail shipments had been made, but 
apparently as to which the competition was not as keen 
as at the other points, which were nearer to Baltimore. 
At first the latter basis was extended to only a few points, 
but from time to time, through error or inadvertence the 
respondents claim, it was extended to other points, until 
now it obtains to practically all points in Central Freight 
Association territory, many of which are beyond the in- 
fluence of the rail-water-and-rail competition, and to which 
in fact the rail-water-and-rail rates are higher -than the 
all-rail rates because of the increased distance of the rail 
haul from Baltimore. The respondents state that they 
would be justified, so far as rail-water-and-rail competition 
is concerned, in applying the full Ohio River combination 
to these latter points, and that they have not done so only 
because the difference would be marked between the rates 
to points in the eastern and western parts of Central 
Freight Association territory. 

The proposed increased basing rate of $4.60 to Cincin- 
nati is made by combining a proportional rate of $1 to 
Jacksonville with a proportional rate of $3.60 beyond. 
The rate to Jacksonville proper, a state rate prescribed by 
the Florida commission, is not on file with this Commis- 
sion. According to certain statements of record the rate 
is $1.50; according to others, $1.46. The rate from Jack: 
sonville to Cincinnati proper is $4.40. The present rate 
from Edgar and Okahumpka to Cincinnati proper is $5.26. 
The rate to Cincinnati proper proposed herein is $5, the 
Cincinnati rate being reduced and the rates to Dayton, 
Middletown, Hamilton and other Ohio points beyond Cin- 
cinnati being increased in order to correct violations of 
the fourth section. 

This Florida clay is used chiefly in the ceramic arts in 
the manufacture of dinnerware, sanitary earthenware, 
bathroom equipment, floor and wall tile, electric porce- 
lains, and minor specialties like door knobs, rings for 
hanging gas mantles and spark plugs. It competes for the 
most part with clay imported from England, Georgia clay 
being largely used in the manufacture of paper. The com- 
petition of the English clay is the subject of the protes- 
tants’ chief concern. The annual importation of English 
clay is between 200,000 and 300,000 tons, perhaps a third 
of which is used, like the Florida clay, in the manufacture 
of pottery. 

A marked preference exists among potters in favor of 
English clay. It has been used by them in the past and 
has been satisfactory, and they are loath to make a change, 
although the protestants testify that the Florida clay is 
equal to the English clay and is gradually supplanting it. 
The Florida clay is said to burn as white as the English 
clay and to possess much of its strength. It now forms 
the entire clay content of many of the pottery products 
enumerated. Its utilization has been slowest in connec- 
tion with the manufacture of dinnerware. The potters’ 
formulas for dinnerware are delicately balanced, involving 
the use of numerous clays, and require careful experi- 
ments to insure an advisable and safe change. In order 
to interest the potters in the Florida clay it is said to be 
necessary to make a lower price than on the English clay. 


' their inherent reasonableness. 
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The Florida clay is worth at the pit about $6 per ton 
and the English clay of similar kind for pottery use from 
$4 to $5 per ton at the pit. The ocean rate on the English 
clay is 9 shillings, or about $2.25 per ton. 

The protestants refer by way of comparison to the im- 
port rates on clay from the ports and to the rates on 
domestic clay from Georgia. 

In Import and Domestic Rates—Clay, 39 I. C. C., 132 
(The Traffic World, May 20, 1916, p. 1045), we discussed 
at length the general commercial and transportation situa- 
tion affecting the rival English and Georgia clay, and there 
held that the Georgia rates were not unduly prejudicial 
in comparison with the import rates. A basing rate of 
$2.60 per ton is used to the Ohio River in constructing the 
Georgia rates. The history of that rate is fully set forth 
in the report cited and will not be repeated here. It is 
sufficient here to say that it was the result of efforts largely 
of the Macon, Dublin & Savannah to place the Georgia 
clay on a competitive basis with the English clay and was 
finally participated in by connections only after prolonged 
negotiations. The average distance from the Georgia pits 
to Cincinnati, as shown in the report cited, is 609 miles, 
and the ton-mile revenue yielded by the basing rate of 
$2.60 is 4.8 mills. The short-line distance from Edgar ty 
Cincinnati is 881 miles, and from Okahumpka to Cincire 
nati 963 miles. The proposed basing rate of $4.60 to Cin- 
cinnati therefore yields per ton-mile 5.22 mills from Edgar 
and 4.78 mills from Okahumpka. The proposed rate to 
East Liverpool, for example, yields per ton-mile 5.38 mills 
from Edgar and 5.02 mills from Okahumpka, The At- 
lantic Coast Line, which originates the Edgar and Oka- 
humpka traffic, does not serve the Georgia pits, nor par- 
ticipate in the rates from Georgia, nor has it any voice 
in their making. 

The protestants refer to an available route through 
Kenova, W. VaV., which would shorten the mileage consid- 
erably to certain of the points in issue, especially in West 
Virginia. The respondents say that the establishment of 
such a route is now the subject of negotiations among the 
carriers, but that even if opened it would not materially 
affect the level of the rates to the points in question with 
the exception of a few. The respondents further call atten- 
tion to the fact that, included in the Kenova route sug- 
gested by the protestants as affecting the issue now being 
considered, is the Carolina, Clinchfield & Ohio Railway, 
which is not a party to the tariffs under suspension. 

We conclude that we are not warranted in condemning 
the proposed rates as unreasonable, or unduly prejudicial 
by comparison with the rates from Georgia or the import 
rates on English clay. Nor do we find justification for 
condemning them when considered from the standpoint of 
They yield per ton-mile 
revenue of from 4 to 6 mills for distances ranging from 
approximately 1,000 to 1,400 miles. We accordingly find 
the proposed all-rail rates are justified. 

The record indicates that the protestants have overcome 
considerable rate differences in the past. They ship in 
substantial volume over the rail-water-and-rail routes to 
Trenton, N. J., at a rate of $4.20 per ton, in competition 
with the import rate from the port of 70 cents. They 
have also shipped to England, where their principal com- 
petitive clay is produced. We mention this not as afford- 
ing any justification for the proposed rates, but merely as 
one of the facts of the general situation, We may not 
properly permit our judgment upon the reasonableness of 
rates to be controlled wholly by purely commercial condi- 
tions. Such conditions seem to be the main source of the 


~ protestants’ difficulties in meeting their chief competition 


with English clay. 

The only testimony offered by the respondents with re- 
spect to the rail-water-and-rail rates concerned the rate to 
East Palestine, which is, according to the respondents, 
the sole point affected by the increase in the rail-water- 
and-rail rates to which shipments have been made. It is 
proposed to increase the rate 36 cents per ton, because of 
a corresponding increase in the rate west of Baltimore. 
The protestants much prefer the all-rail routes and their 
chief concern appears to be with the all-rail rates. The 
rail-water-and-rail shipments are made in sacks, and the 
protestants’ disinclination to use the rail-water-and-rail 
routes is due largely to losses, damage, and expense result- 
ing from that form of shipment. 

We conclude that these rates, rail, water, and rail, 








should, under the circumstances, be permitted to take 
effect as a part of the general readjustment, subject to 
review upon formal complaint if their use shall later 
become important to the protestants or other shippers. 
An order will be entered in accordance with these views. 


MISROUTING OF SEWER PIPE 


An award of reparation has been made in No. 7820, 
Robinson Clay Product Co. vs. Akron, Canton & Youngs- 
town et al., Opinion No. 3795, 40 I. C. C., 177-9, on the 
ground that the New York, Chicago & St. Louis had mis- 
routed a carload of sewer pipe from Akron to Chicago. 
In the bill of lading the shipper inserted the words “Forty- 
third St, Team Tracj, Chicago, Ill.” At the hearing wit- 
nesses testified that they had deciphered “tracj’” as mean- 
ing Chicago Junction Railway, to which the car was de- 
livered. The Commission was of the opinion that was not 
a sufficient explanation to cover a routing that caused the 
imposition of a $9 switching charge. The Commission 
was of the opinion that a railroad employe should be 
familiar enough with a typewriter to assume that the 
shipper meant team track even if the spelling of the last 
word was “tracj.” 


AWARD OF REPARATION 


An award of reparation has been made in No. 8230, 
Williams Stave Co. vs. Morgan’s La. & Texas R. R. & 
S. S. Co., Opinion No. 3789, 40 I. C, C., 165-6, on account of 
unreasonable charges on seven carloads of stave bolts 
from Beggs, Dubuisson, Garland and Stewart, La., to 
Whiteville, La., for milling and reshipment over defend- 
ant’s line to Constable Hook, N. J. The shipments moved 
while the respondent had in effect transit arrangements 
that were much more expensive than other carriers. It 
expressed willingness at the hearing to make reparation. 


RATES ON LUMBER 


The Commission has dismissed No. 8346, J. B. Stimson 
vs. Southern et al., Opinion No, 3791, 40 I. C. C., 169-70, 
holding that a rate of 10 cents on lumber from Hunting- 
burg, Ind., to Shelbyville, Ind., had not been shown to be 
unreasonable or unjustly discriminatory. Fourth Section 
Application No. 1548, by the Southern Railway, was heard 
in connection with this complaint and relief was denied 
in Fourth Section Order No. 5942 to continue rates on 
lumber from Rockport, Rock Hill, Troy, Tell City and 
Cannelton, Ind., to Shelbyville, Ind., lower than rates on 
like traffic from Huntingburg to Shelbyville. 


REPARATION ON MOTORCYCLES 


Reparation has been awarded in No. 8559, Lawlor Cycle 
Co. vs. Chicago, Milwaukee & St. Paul et al., Opinion No. 
3792, 40 I, C. C., 171-2, on account of the double first- 
class rates on motorcycles, less than carload, from Mil- 
waukee and Middletown, Ohio, to Lincoln, Neb. The Com- 
mission held the rates to be unreasonable to the extent 
that they exceeded one and one-half times first class. 


UNREASONABLE REICING CHARGE 


In No. 7764, Sulzberger & Sons Co. of America vs. Min- 
neapolis, St. Paul & Sault Ste. Marie Ry. Co. et al., Opinion 
No. 3793, 40 I. C. C., 173-175, the Commission has awarded 
reparation on account of an unreasonable re-icing charge 
at Montgomery, Ala., on a less-than-carload shipment of 
cheese from Marshfield, Wis., to Pensacola, Fla, 


RATE ON COAL 


The Commission has dismissed No. 8356, Berry Coal -& 
Coke Co. vs. Chicago, Rock Island & Pacific Co. et al., 
Opinion No. 3794, 40 I. C. C., 175-6, holding that a rate of 
46 cents per 100 pounds on coal from Chicago to Oakdale, 
Cal., had not been shown to be unreasonable. 


130 THE TRAFFIC WORLD 





Vol. XVIII, No. 3 


NEWLANDS RESOLUTION URGED 


Philadelphia, July 12.—The Philadelphia Joint Commit- 
tee on the Reasonable Regulation of Railroads, composed 
of ten of the largest commercial organizations of this city 
and vicinity, which is conducting a country-wide campaign 
for a more simplified and centralized system of railroad 
regulation, is urging the adoption of the Newlands reso- 
lution by the House of Representatives as a means of 
bringing the railroad problem before Congress and the 


F people for settlement. 


The Joint Committee and the Philadelphia Bourse, 
which organized the joint body more than a year ago, 
today sent to House leaders an urgent request that the 
resolution be adopted as speedily as possible and that the 
joint commission for the investigation of the railroad and 
railroad regulation problem, for which the resolution pro- 
vides, be appointed and begin its work with all possible 
dispatch. 

The Philadelphia organization looks upon the proposed 
investigating committee as the best means of collecting 
and studying the evidence that has long been accumulat- 
ing in favor of unqualified Federal regulation, crystallizing 
public sentiment and recommending to Congress specific 
reform legislation. It is of the opinion that the present 
situation can no longer be tolerated and that it is working 
a tremendous hardship on the shippers and commercial 
interests of the United States and impairing the efficiency 
of the railroads themselves. 


The Joint Committee is planning to go before the con- 
gressional committee and Jay before it the results of its 
nine months’ preliminary investigation as to the evils 
resulting from the conflict between state and Federal juris- 
diction. The report of this survey has been issued in 
pamphlet form and sent to several thousands of trade 
bodies. The Joint Committee also will endeavor to have 
the commission come to this city. 

The Philadelphia Bourse is also preparing to lay before 
the commission its specific plan of reform, which includes 
Federal incorporation of railroads, abolition of state regu- 
lation, and a reorganization of the Interstate Commerce 
Commission into district courts, with a Supreme Inter- 
state Commerce Court at Washington. 


The general proposition of the Joint Committee for un- 
qualified Federal regulation through the Interstate Com- 
merce Commission and the definite program of the Bourse 
have received considerable discussion throughout the 
country. A canvass is now in progress to determine the 
attitude of several hundred trade associations, as well as 
hundreds of individual shippers, business firms and rail- 
road officials and attorneys to whom the campaign litera- 
ture has been sent. 


In its communication to House leaders, the Philadelphia 
Bourse, through its president, George E. Bartol, said in 
part: 


“The Philadelphia Bourse is firmly and unalterably op- 
posed to government ownership and operation of railroads, 
but favors the reasonable regulation thereof, such regula- 
tion to extend to the protection of all interests and to be 
exercised through one regulative body having country-wide 
jurisdiction. 


“The Philadelphia Bourse believes the elimination of 
control by state commissions is essential and that the rea- 
sonable regulation of the carriers requires control over 
expenditures as well as over rates,” 
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There is a feeling among many having business with 
the Interstate Commerce Commission that some time soon 
the question as to the extent of that body’s control over 
water lines will become one of prime importance. It is 
nearly four years since the enactment of the Panama 
Canal act and more than two years since the effective date 
of the part of that act that forbids ownership or con- 
trol of a water line by a railroad, except with the per- 
mission of the Commission when that body is of the 
opinion that the continued ownership or operation, or 
both, is for the convenience and in the interest of the 
public. Yet the full meaning of that law has never been 
declared. That is probably because the Commission has 
never found it necessary specifically to say whether it 
has control over port to port rates, even of a water line 
it has said may be operated by a railroad. 


Specifically, there is doubt as to whether the Commis- 
sion has authority over port to port rates on traffic that 
originates at the port and is offered for carriage to some 
other port and not intended for transportation beyond 
the port of destination. 


The next to the last paragraph in the Commission’s 
report and opinion in Docket No. 6605, “Application of the 
Southern Pacific Company, in Connection with the Opera- 
tion of the Pacific Mail Steamship Company,” may be 
read as indicating that it is the belief of the Commission 
that, as to boats owned or operated, under permission, 
by a railroad, it has jurisdiction over such- rates, just 
as it is acknowledged it has over proportional rates or 
through rates intended to be applied on traffic moving 
over both the water and the rail lines in continuous car- 
riage. In that opinion (32 I. C. C., 690) Commissioner 
Clark said: 

The act provides that in every case in which the Commission 
grants extension of time during which the service by water 
may continue to be operated beyond July 1, 1914, ‘‘the rates, 
schedules and practices of such water carrier shall be filed with 
the Interstate Commerce Commission and shall be subject to 
the Act to regulate cOmmerce and all amendments thereto in 
the same manner and to the same extent as is the railroad or 
other cOmmon carrier controlling such water carrier or inter- 
ested in any manner in its operation.’’ This language is 
definite and unqualified. It applies to every case in which such 
extension is granted, and it follows that if, under an amend- 
ment to the petition or upon further hearing, extension of time 
be granted as to any of the boats of the steamship company, 
the rates, schedules and practices governing traffic subject to 
the act, moved by such boats, must be filed with the Commis- 


sion and be subject to all of the provisions of the act in the 
same manner and to the same extent as those of the petitioner. 


Is Water Carrier Subject to Act? 


Interstate commerce by rail, pipe line, by telephone or 
by telegraph is admittedly “subject to the act.” But the 
query has been raised, in the discussions that have taken 
place among men interested in the subject, as to whether 
interstate commerce by ships, from one port to another, 
is subject to the act, even when carried by a boat owned 
or operated by a railroad, the Commission having given 
the permission contemplated by law. There is no ques- 
tion about traffic brought to the dock by the railroad, and 
carried forward by the ship. Nor is there any question 
about traffic brought to one port from another port, the 
further carriage of which is contemplated by railroad. 
Nor is there any question about the power of the Com- 
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mission to prescribe joint or proportional rates for such 
continuous rail and water carriage. 

Congress has not legislated much in respect to com- 
merce by water. From the enactment of the Act to reg- 
ulate commerce in 1887 to August, 1912, no change was 
made in the law in its parts bearing on commerce by 
water. None has been made in any part of the act since 
August, 1912, except the passage of the valuation parts 
of it. That was done in 1913. 

The Commission, from the beginning, has had authority 
over the operations of boat and rail lines “under a com- 
mon arrangement or control” to regulate the through 
rates. The first serious question as to the Commission’s 
power over water lines arose when an order was made 
requiring boat lines, operated under through route and 
joint rate arrangements with railroads, to make reports 
to the Commission concerning their port to port inter- 
state business. They declined, on the ground that inas- 
much as the Commission had no jurisdiction over the 
rates on such traffic, it could have no power to require 
the Goodrich Transit and other steamship companies to 
make reports on the results of that part of their business. 

The Supreme Court disagreed with them. It held that 
there was such a commingling of business subject to the 
jurisdiction of the Commission and not subject to it, that 
the Gommission must know the results of all business, so 
as to be able to carry out those parts of the act forbid- 
ding rebates and other illegal preferences. 

Even since then .~e boat companies have been making 
complete reports—just as the railroads had been doing. 
The latter, knowing well that the Commission has no 
direct control over state business, always thought the 
Cort-mission entitled to know the results of operations 
within a state, so as to make sure unlawful preferences 
were not accorded to interstate shippers. 

That Goodrich decision was made before the enactment 
of the Panama Canal act. Under the last-mentioned part 
of the Act to regulate commerce only one suit has been 
begun. That is the effort of the Lehigh Valley to have 
the courts set aside the order of the Commission that 
it must get rid of the Lehigh Valley Transportation Com- 
pany’s boats, operating on the Great Lakes. A special 
commerce court at Philadelphia issued a restraining or- 
der, but refused to make its order permanent. The rail- 
road company took an appeal and the Supreme Court 
stayed the execution of the order, pending appeal. 


Intent of Congress. 


No one connected with the enforcement of the law, 
either as a Commissioner, attorney for the Commission, 
or attorney for a railroad, has any doubt that it was the 
intent of Congress to give the Commission control over 
rail and water lines so far as necessary to make a per- 
fectly articulated transportation system. Everybody 
agrees that it was the intent to give the Commission full 
power to require a railroad to extend its sidetracks to 
the dock of a steamship line and to say how the expense 
of making such physical connection should be divided: 
between the rail and the water line. It is further agreed 
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that a through route and joint rate arrangement may 
be ordered wherever and whenever rail and water routes 
approach each other near enough to make such an ar- 
rangement feasible practically. 

The formal complaint of Alaska interests, believed to 
have been promoted by Delagate Wickersham, contains 
a demand for such through route and joint rate arrange- 
ments between the rail and boat lines in Alaska and the 
boat lines between Washington and Alaskan ports, so 
as to connect them with rail lines in Washington. Thus 
far that complaint has not struck anyone as involving 
any novel demand, or a demand for which there seems 
no warrant in the law. 

The Panama Canal act part of the general law is be- 
lieved to be based on the assumption that it is not con- 
ceivable that there ever will be a time when a boat line 
will not desire through route and joint rate arrangements 
between itself and a rail line. Therefore, until after the 
Commission had entered its decree of divorce in the 
Great Lakes cases, no one raised the question as to 
whether the Commission could, if it desired, require a 
boat line to publish its port to port rates. 

At this time the question may be academic, but nearly 
every lawyer who has been concerned in the applications 
by railroads for permission to retain their boat lines, has 
had to give thought to the subject. Some day, it is be- 
lieved, it will be far from academic. A _ supposititious 
case, it is believed, can easily be raised in the Alaska 
situation, by assuming the issuance of an order requiring 
the establishment of a through rate from a point in the 
interior of Alaska to the interior of Washington, via 
Skagway and Seattle. 

It has been suggested that if the steamship company 
operating ships between the two ports were not in full 
sympathy with the idea of having such a through route 
and joint rate arrangement, it could nullify the -whole 
scheme by making port to port rates from Skagway to 
Seattle based wholly on the caprice or selfish interest of 
the traffic manager or the controlling stockholders of the 
steamship company, the effect of which would be disas- 
trous to those who shipped on the joint rate established 
by the. Commission. 


No Water Line Has Resisted. 

Thus far no steamship line has been found that ob- 
jected to joint rates in connection with a rail line. There- 
fore, the question has not been raised in a practical way. 
There was a thought, after the Great Lakes divorce, that 
the Great Lakes Transit Company, which succeeded the 
railroad boat lines, would seek to keep outside the juris- 
diction of the Commission, so as to be free, in its opera- 
tions. It is admitted that the Commission could order 
it to establish through routes and joint rates in connec- 
tion with the trunk lines, but it was believed it would 
put the burden of requiring such an arrangement on the 
Commission, which, of course, could act only after it had 
held a hearing. But the new company elected to publish 
joint and proportional rates, practically the same as those 
in effect between the trunk lines and their steamship 
subsidiaries, the divorce of which furnished the reason 
for the formation of the transit company. It voluntarily 
sought regulation of its rates and practices, by the Com- 
mission. Its election, in that matter, made it impossible 
to raise the question as to whether the Commission could 
require it to publish rates on port to port interstate busi- 
ness. 

The makings of another situation that may serve to 
bring the question to the fore have been created, it is 
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believed, by the application of Charleston, S. C., interests 
to have the Commission require the Chesapeake & Ohio 
and other carriers establish proportional rates from Ohio 
River crossings to Norfolk, Va. This is to be done with 
a view to having them used to bring commodities from 
those crossings for further carriage from Norfolk to 
Charleston by a steamship line, which Charleston people 
assert they will establish when the Commission requires 
the establishment of such proportional rates. 


Whether the establishment of such proportional rates 
would give the Commission jurisdiction over the rates 
the boat line might make from Norfolk to Charleston, is 
a question that came to mind almost as soon as the 
application was filed. The Panama Canal act authorizes 
the Commission to establish such proportional rates to the 
ports. If the transportation of traffic brought to Norfolk 
on such proportional rates constituted “transportation, 
partly by railroad and partly by water when both are 
used under a common control, management, or arrange- 
ment for a continuous carriage or shipment” (the lan- 
guage of the first section, unchanged from the beginning), 
then the control of the Commission over the total charge 
for such transportation would not be disputed. 


Were it admitted that the Commission had control over 
the traffic carried to Norfolk on the proportional rates 
and thence by the steamship companies, the whole ques- 
tion would not be solved. But the query, it is submitted, 
would still exist as to what, if any, control the Commis- 
sion could exercise over traffic originating at Norfolk 
absolutely like that originating at the Ohio River cross- 
ings, but never carried by a railroad. Such traffic would 
compete with that from Ohio River crossings. If the port 
to port rates were not under the Commission’s control, 
the boat line, at any time, could discriminate against the 
traffic from the northwest, in favor of Norfolk tonnage. 


Purpose of Canal Act. 


In the discussions among men interested in the admin- 
istration of the Act to regfilate commerce, there has been 
a tendency to look at the Panama Canal act giving the 
Commission almost unlimited power over common Car- 
riers, both by rail and water, with a view to having the 
two systems of transportation linked together in physical 
operation, but not by ownership or other form of control 
of water lines by land carriers. 

Much of it was framed by Representatives Doremus, 
Broussard and Knowland, who were not then so well 
acquainted with the regulation of carriers as they have 
become since then. Representative Adamson, who was 
also a large figure in that legislation, was probably not 
so well acquainted then with the technical side of the 
question as he is now, which may explain the uncertainty 
that exists as to the measure of control the Commission 
is to exercise over water carriers, if any, except when it 
determines to unite a land and water line in through route 
and joint rate arrangements. When it desires to do that, 
it is admitted, it has plenary jurisdiction. 

The query as to how far the authority of the Com- 
mission extends over the rates of water carriers arises 
from the fact that the twelfth paragraph of the sixth sec- 
tion of the Act to regulate commerce, passed originally 
as a part of the Panama Canal act, says: 


; When property may be or is transported from point to point 
in the United States by rail and water through the Panama 
Canal or otherwise, the transportation being by a common 
carrier or common carriers, and not entirely within the limits 
of a single state, the Interstate Commerce Commission shall 
have jurisdiction of such transportation and of the carriers, 
both by rail and water, which may or do engage in the same, 
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in the following particulars, in addition to the jurisdiction given 
by the Act to regulate commerce as amended June 18, 1910. 


In that paragraph the lawmakers said the Commission 
snould have jurisdiction “of such transportation and of 
the carriers which may or do engage in the same in the 
following particulars, in addition to the jurisdiction given 
by the Act to regulate commerce.” 

Prior to the passage of the Panama Canal act, the 
Commission, as before pointed out, had jurisdiction over 
the carriers when they were under a common manage- 
ment or control. Under the language of the additions 
to the act, some of those who have been discussing the 
subject assert the Commission acquired as complete con- 
trol over the water carriers as it had over railroads “when 
property may be or is transported from point to point 
in the United States by rail and water through the Pan- 
ama Canal or otherwise.” The control over railroads has 
been well defined. 

If, as the twelfth section appears to say, it has been 
asked, the control of the Commission over water lines 
is as complete as it was over the railroads, how could 
a water line avoid publishing its port to port interstate 
rates, and observing them also? 


NEW RATES TO PACIFIC COAST 


Executive traffic officers of transcontinental lines have 
been in conference in Chicago this week regarding the 
Interstate Commerce Commission’s recent fourth section 
order rescinding relief granted on schedule “C” commodi- 
ties westbound and on certain Pacific coast products east- 
bound. No final conclusions were reached as to just how 
the railroads will proceed in complying with the Com- 
mission’s order, it is understood, but plans were discussed 
looking toward accomplishing this object in a way to 
leave the carriers in the strongest possible position to 
apply. again for relief when sea competition via the Pan- 
ama Canal is actively resumed. 

That the changes to be made in transcontinental rates 
will involve material advances is not doubted, but it is 
argued that shippers who are dependent on the railroads 
to enable them to reach Pacific coast markets are as 
much interested as these carriers themselves in preserv- 
ing conditions that will secure necessary relief from the 
long-and-short-haul clause when it is again needed. There- 
fore protests from this source against the temporary 
changes in the tariffs as proposed are not expected. 


The most perplexing feature from the point of view of 
the shipper is how to protect contracts made on the basis 
of existing rates that cannot be filled before September 1, 
the date on which the Commission’s new order requires 
the new rates to take effect. It is therefore possible that 
the Commission may permit an extension of time in order 
somewhat to relieve this embarrassment. 

So much doubt as to what is the exact effect of the 
Commission’s order exists that a restatement appears de- 
sirable. The Commission is revising its report thereon 
so as to correct an inaccuracy in a date. The whole 
subject is so complicated that it is a wonder traffic offi- 
cials ever feel satisfied that they have complied with any 
phase of the transcontinental fourth section orders. 

The latest order strikes down all the relief granted 
in schedule C and amendments thereto. That schedule, 
as well as schedules A and B, are appendices, so to speak, 
to Fourth Section Order No. 124, the original order in 
which fourth section relief as to transcontinental rates 
was given. It was that order which the carriérs took 
It was that order, without change, the 


to the courts. 
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courts held to be within the power of the Commission to 
make. 


As soon as the Supreme Court handed down its man- 
date in that case, ‘carriers set about complying with it. 
They made up a list of articles as to which they said 
they needed no relief. That list is now attached to No. 
124 and is known as schedule A. As to articles listed 
in it, no carrier consciously violates the long-and-short- 
haul rule of the fourth section. No carrier thinks it is 
entitled to make a lower rate on any article carried in 
it, at the more distant, than at any intermediate point. 
Except for the history of the matter, schedule A might as 
well be dismissed from mind. 


Then the carriers made up another list, known as 
schedule B. As to articles in it they said they would 
take the relief granted in the first order, prescribing the 
departures that might be made. That relief is measured 
in percentages and is commonly known as the ‘7, 15 
and 25 per cent rule.” The latest order has nothing to 
do with that either. 


But a third list was made up and it is known as schedule 
C. As to articles carried in that, the carriers said they 
would have to ask for more than the 7, 15 and 25 per 
cent relief. The relief as prayed was granted and schedule 
C came into being. 

Its most prominent feature is the 55-cent rate on iron 
and steel articles from Chicago and Mississippi River 
crossings to the Pacifi¢ coast. Therefore that 55-cent 
rate has been used as the typical or key rate established 
by schedule C. In The Traffic World of July 1 it was 
erroneously stated that the 55-cent rate on iron and steel 
articles was established by means of an amendment or 
addition to schedule C. The error lies in the statement 
that it was establisheu by means of such amendment or 
addition. 

The central fact that the 55-cent rate was established 
is correct, but the historical setting around it was errone- 
ously painted. It was established ab initio, as an item 
in schedule C. It is also erroneous to say that schedules 
A and B were established coincidently with original 


No. 124. They were established when No. 124 went into 
effect—a difference in history, but not in effect upon 
traffic. 


Schedule C was established because the carriers found, 
when the canal was opened, they could not compete with 
the water carriers using the canal, in transporting iron 
and steel and other heavy freight. 

When schedule C was established, creating the 55-cent 
rate from Chicago, a 75-cent rate was left in effect from 
Pittsburgh. Some months ago the Commission allowed 
the carriers to establish a rate of 65 cents from Pittsburgh. 
Shippers desired the 55-cent rate carried in schedule C 
extended to Pittsburgh, but the Commission declined to 
grant tnat request. 

Under the latest order schedule C and amendments 
thereto are to be rescinded. The carriers, on or before 
September 1, are to make rates in accordance with the 
7, 15 and 25 per cent rule carried in the original order 
No. 124, if they desire any relief. 

Now, what rates are to be put into effect? Nobody 
knows, because the carriers have not themselves decided 
what they will try to do. While in the preceding para- 
graph it is said “the carriers are to make rates in ac- 
cordance with the 7, 15 and 25 per cent rule,” technical 
objection can be taken to such an assertion. 

Literally the carriers are not required to make rates 
in accordance with that rule. But they must make them 
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in accordance with that rule, or follow the rule laid down 
in the statute itself, which is that no carrier may make 
a rate for a shorter than for a longer haul over the same 
rails in the same direction, the shorter being included 
within the longer haul. 

It is only ordinary English which has it that a carrier 
“must make rates” in accordance with the rule laid down 
in No, 124. It may make rates so that none at interme- 
diate points is higher than at the Pacific coast terminal. 

A fourth section order is a permit to violate the long- 
and-short-haul rule of the fourth section to the extent 
indicated therein. In this instance no departure may 
be more than 7 per cent if the traffic originates at 
Mississippi River crossings or Chicago; not more than 
15 per cent if it originates in the Pittsburgh-Buffalo ter- 
ritory and not more than 25 per cent if it originates east 
of Buffalo-Pittsburgh territory. 

It is all a guess as to whether the carriers will restore 
the 75-cent rate on iron and steel from Pittsburgh or the 
65-cent rate from Chicago. But, whatever they do, they 
must observe that percentage rule. The ordinary guess 
is they will re-establish the 65-cent rate from Chicago 
and the 75-cent rate from Pittsburgh—that is, unless they 
decide to proceed without fourth section relief. 

But Pacific coast points say they will never do anything 
with the existing rates other than leave them alone. They 
are basing their prophecy on their belief that the courts 
will enjoin the enforcement of the order in the Spokane 
Merchants’ Association case on the ground that the Com- 
mission, in making its latest order, did an illegal thing. 
Inasmuch as a California court enjoined the back-haul 
fourth section order, it is not safe to say the Californians 
and other Pacific coast men are talking wildly. 

When anyone says such and such a thing must be done 
under a fourth section order, it must always be under- 
stood that the statement is made in the subjunctive mood, 
the most common sign of which is “if.” Therefore, if 
the carriers desire to avail themselves of the privilege 
granted in the last fourth section order relating to trans- 
continental rates, they will restore the 65-cent rate on 
iron and steel from Chicago and the 75-cent rate from 
Pittsburgh, or, if they do not care for the privilege, they 
will flatten all rates from Pittsburgh to Pacific coast 
points so that at no intermediate point will the rate ex- 
ceed 65 cents, and from Chicago none will exceed 55 cents. 

They must do one or the other, provided, of course, 
some court does not throw a rock into the machinery 
recently built by the Commission, and direct carriers to 
maintain their present rates until it can decide whether 
or not the Commission has violated the law. 

If the Pacific coast people go into court, the inter- 
mountain people are expected to file a formal complaint 
with the Commission calling attention to the fact that 
it has decided there is no water competition now and 
that therefore the railroads are not entitled to make any 
rates between the Atlantic and Pacific coasts in violation 
of the long-and-short-haul clause. In other words, that 
it is time the Commission took all relief away from the 
Pacific coast terminals, or require the carriers to make 
no higher rates to the intermountain country than to 
coast points. That sort of a Roland for the California 
Oliver is being discussed in Spokane. 


RUMORS OF COURT ACTION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Rumors of contemplated attacks on the Commission’s 
latest order in respect to transcontinental rates continue to 
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arrive in Washington, though it is believed here that if 
any further proceedings come, they will have to be in- 
itiated by the Pacific Coast interests which feel that the 
Commission has deprived them of something they were 
entitled to retain—rates made to meet a competition, which, 
according to the Commission, no longer exists. 

It is understood now that the railroads will not be di- 
vided, as once they threatened to be. In a veiled way, at 
the hearing, the inter-mountain interests charged that 
the northern lines had changed face—that they had prom- 
ised to support the Spokane contention that the disappear- 
ance of the boats was reason for the Commission rescind- 
ing its orders respecting schedule C and eastbound rates 
cn canned goods, asphalt, barley and other commodities 
originating at California and north coast points. In a 
veiled way the inter-mountain interests accused the north- 
ern lines of being held to opposing a change by intima- 
tions from the Southern Pacific that it would take steps 
to punish them if they did not oppose the Spokane appli- 
cation. 

According to Oregon newspapers, J. N, Teal is advising 
Portland to “mobilize” in defense of the adjustment, which, 
under the order of the Commission, will disappear Sep- 
tember 1. He is advising a petition for a rehearing. The 
Portland papers are also calling on their. readers to estab- 
lish ship lines, not only on the Columbia River, but also 
to foreign ports and from coast to coast, so as to assure 
themselves, as they say, of the benefit of Portland’s loca- 
tion. 

One big eastern manufacturing interest being quoted as 
having in contemplation a suit to enjoin the enforcement 
of the latest order, because, if the order becomes operative, 
it will have to pay much higher rates on its raw material, 
which at present moves on the iron and steel part of 
schedule C, of which the 55-cent rate from Chicago and 
Mississippi River crossings is the key, or typical rate. 

The Commission hopes to finish its conferences this 
week and adjourn for the summer. Unless, therefore, 
there is speed on the part of those who intend petitioning 
for reahearing, the question is likely to go over until after 
the effective date, unless the petitioners can persuade the 
Commissioners they should take it up by means of corre- 
spondence, instead of in the usual formal conference. 





CHANGE IN FISCAL YEAR 


Accounting officers of American railroads think the 
fiscal year should be the same as the one the calendar 
shows. A suggestion to that effect has been made to 
the Commission by the Association of American Railway 
Accounting officers. 

The Commission, however, is unwilling to make the 
change without having first heard all there is to be: said 
on the subject by those who have thoughts on the subject. 
To enable all such ample opportunity for preparation, a 
hearing will be held by the Commission at Washington 


on November 13 at 10 o’clock in the morning. The ac-_ 


counting officers have pointed out the reasons they think 
warrant the Commission in making the change, so far 
as the statistics required of the railroads are concerned, 
without any arguments about the matter. 


lI. T. L. SUMMER MEETING. 

The summer meeting of the National Industrial Traffic 
League will be held at the Cadillac Hotel, Detroit, Mich., 
Thursday and Friday, August 10 and 11, 1916. The docket 
for the meeting will be distributed about July 25, giving in 
detail the subjects to be considered. 


* 











July 15, 1916 


THE TRAFFIC WORLD 





135 


& * 
Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
a & 


TRANSPORTATION AND DELIVERY BY CARRIER. 
Damages: 

(Sup. Ct. of Minnesota.) The defendant, a common 
carrier, safely carried and made a delivery of a shipment 
of berries to the consignee, but in the freight or expense 
bill erroneously inserted the name of W. L. Monstad as 
consignor instead of plaintiff, the owner of the shipment. 
The consignee paid the consignor so named for the ber- 
ries. Before this action for the recovery of the value 
of the shipment was begun, Monstad returned to the 
consignee the money so received. It is held that when 
the money was so returned the error was rectified, and 
no damage resulted to plaintiff from defendant’s careless- 
ness.—Cohen vs. Minneapolis, St. P. & S. S. M. Ry. Co., 
158 N. W. Rep. 334 

LOSS OF OR INJURY TO GOODS 


Carmack Amendment: 

(Sup. Ct. of Idaho.) Under the Carmack amendment 
to the Interstate Commerce act June 29, 1906, c. 3591, 7, 
pars. 11, 12, 34 Stat. 595; Fed. Stats. Ann. Supp. 1909, 
p. 273 (U. S. Comp. St. 1913, 8592), a common carrier 
which receives goods for transportation from a point in 
one state to a point in a another, if it routes the con- 
signment over the line of another common carrier, makes 
the latter its agent, and is liable to the owner of the 
goods, or his assigns, for any damage which results from 
negligence or carelessness in transportation, whether the 
damage occurs upon its own line or upon that of the 
carrier to which it delivers the consignment.—Barrett, 
C. J.,.and Scott, J., concur. 157 Pacific Rep. 1016. 
Contract: 

(Sup. Ct. of Idaho.) Although the law expressly requires 
a common carrier to issue a receipt or bill of lading for 
goods accepted for transportation from one state into 
another, it is not necessary to the right of the shipper 
to recover for loss or damage to the shipment that it do 
so.—Barrett et al. vs. Northern Pac. Ry. Co., 157 Pacific 
Rep. 1016. 

(Sup. Ct. of Oklahoma.) A. sold certain goods to B., to 
be paid for in part cash and balance in notes, and upon 
consigning the goods sent the bill of lading to bank, with 
directions to deliver same to B upon B’s making the 
cash payment and executing the said notes. Upon receipt 
of bill of lading, bank delivered same to B. without col- 
lecting the draft or having B. execute the notes for the 
deferred payments. Held: (a) Bank is liable to A. for 
the loss incurred and where B. proffered to A. a sum less 
than the amount due in settlement of the claim and the 
same refused, that A’s claim against the bank was not 
lessened by the amount tendered. (b) If B. had a valid 
claim against A. for damage to the articles shipped, the 
bank’s liability to A. was lessened by the amount of such 
claim. (c) Although B may be found to be solvent, yet 
A. has the legal right to look to bank alone for his dam- 
age.—St. Louis Carbonating & Mfg, Co. vs. Lookeba State 
Bank, 157 Pacific Rep. 1046. 

Initial Carrier: 
(Sup. Ct. of Idaho.) An initial carrier is not liable for 





damages to goods occurring on lines not its own, and over 
which they were routed without notice to it. The obliga- 
tion of such a carrier ceases when the goods reach the 
destination, in good condition, to which they were origi- 
nally consigned.—Barrett et al. vs. Northern Pac. Ry. Co., 
157 Pacific Rep. 1016. 

A common carrier which receives goods for interstate 
shipment is the “initial carrier,” although it only switches 
the car in which they are loaded to the lines of another 
common carrier, to be transported out of the state.—Id. 
Interest: 

(Sup. Ct. of Idaho.) Where a claim is for unliquidated 
damages the amount of which is not susceptible of ascer- 
tainment by computation or by reference to market values, 
the claimant is not entitled to interest prior to judgment. 
—Barrett et al. vs. Northern Pac. Ry. Co., 157 Pacific Rep. 
1017. 

Presumption: 

(Sup. Ct. of Idaho.) Where the evidence shows that 
when goods were originally loaded they were in good con- 
dition’ and were properly loaded, the presumption is that 
they remained in that condition until the contrary is 
shown.—Barrett et al. vs. Northern Pac. Ry. Co., 157 Pa- 
cific Rep. 1017. 


CARRIAGE OF LIVE STOCK. 
Cause of Loss: 


(Springfield Ct. of Apps., Mo.) In an action for dam- 
ages for hogs condemned by government inspector, evi- 
dence that the hogs were overheated in defendant car- 
rier’s pen before being loaded and shipped, which failed 
to connect the overheating with the condemnation was 
insufficient to sustain a verdict for plaintiff—McSpadden 
et al. vs. Lusk et al., 186 S. W. Rep. 731. 


In an action against a carrier for damages to a ship- 
ment of hogs alleged to have been caused by overheating 
in carrier’s pen before loading, a clerical error in the 
complaint alleging that the hogs were delivered at the 
place of shipment on the 19th of the month did not estop 
the plaintiffs to show delivery on the 18th.—Id. 
Damages: 

(Sup. Ct. of Miss., Division A.) Where a shipment of 
cattle was negligently delayed, the shipper may recover 
the difference between the price the cattle would have 
brought had they reached their destination within a rea- 
sonable time and the price they actually brought.—Yazoo 
& M. V. R. Co. vs. Armstrong & Co., 71 Southern Rep. 905. 

(Ct. of Civ. Apps. of Texas, El Paso.) A carrier of live 
stock, in the absence of any special contract, is liable 
for the full amount of its depreciation caused by its neg- 
ligence—Kansas City, M. & O. Ry. Co. of Texas et al. vs. 
Corn et al., 186 S. W. Rep. 807. 


Delay: 

(Sup. Ct. of Miss., Division A.) Where delay in a ship- 
ment of cattle caused unusual shrinkage, the shipper may 
recover upon proof of the weight of the cattle at the 
time of the shipment and at the time they were received, 
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together with proof of the normal shrinkage.—Yazoo & 
M. V. R. Co. vs. Armstrong & Co., 71 Southern Rep. 905. 
Delivery: 

(Ct. of Civ. Apps. of Texas.) It is the duty of a carrier 
of live stock to deliver it with a reasonable degree of 
care and caution.—Kansas City, M. & O. Ry. Co. of Texas 
et al. vs. Corn et al., 186 S. W. Rep. 807. 

In an action .or damages to a shipment of live stock, 
where there was no evidence as to what was an ordinarily 
reasonable time for the transportation of cattle between 
two points, tne issue as to reasonable time should not 
have been submitted—Id. 


Estoppel: 


(Ct. of Civ. Apps. of Texas.) In an action for damages 
to a shipment of live stock, party under a written con- 
tract at a reduced rate in consideration of a reduced valu- 
ation, the shipper having classified them in the contract 
as calves, could not claim that they should have been 
properly classified as older animals.—Kansas City, M. & 
O. Ry. Co. of Texas et al. vs. Corn et al., 186 S. W. Rep. 
807. 

Evidence: 


(Ct. of Civ. Apps. of Texas.) Plaintiffs testimony that 
there was no attempt to feed and water the stock at 
any other than a certain place, in view of his 36-hour 
release, whereby the carrier was authorized to keep the 
stock in the cars for that time without feed, water or 
rest if necessary, was inadmissible—Kansas City, M. & 
O. Ry. Co. of Texas et al. vs. Corn et al., 186 S. W. Rep. 
807. 


In such case, where it was admitted that defendant had 
not attempted to feed and water the cattle at any other 
than at a certain place, it could not have been reversible 
error to permit plaintiff to testify to that fact.—Id. 
Limited Liability: ° 


(Ct. of Civ. Apps. of Texas.) The limitation upon the 
carrier’s liability contained in a contract for an interstate 
shipment of live stock at a reduced rate prescribed by 
the Interstate Commerce Commission was valid and en- 
forceable.—Kansas City, M. & O. Ry. Co. of Texas et al. 
vs. Corn et al., 186 S. W. Rep. 807. 


Under a bill of lading stipulating that in case of total 
loss of any live stock covered by the contract for which 
the carrier should be liable the value was the actual cash 
value at the time and place of shipment, in no case to 
exceed $10 for each calf, and that in case of injury or 
partial loss the amount claimed should not exceed the 
same proportion, a recovery on findings of the jury that 
there was a depreciation of 5 per cent on a valuation of 
$30, or $1.50 per head, limited the shipper’s recovery to 5 
per cent of the agreeed valuation, or 50 cents per head.—Id. 

Such agreement in the shipping contract could have no 
application in the case of the deliberate conversion of an 
animal or its proceeds by defendant or its agents, so that 
it was not a loss within the meaning of the contract.—Id. 

In such case, the defendant railroad was liable for the 
value of the converted animal at destination in the con- 
dition in which it would have arrived but for its negli- 
gence or conversion.—Id. 


Parties: 

(Ct. of Civ. Apps. of Texas.) A joint owner of a ship- 
ment of live stock was properly joined as plaintiff in a 
suit for damages to the shipment; nothing in the Carmack 
amendment (act June 29, 1906, c. 3591, 7, pars. 11, 12, 34 
Stat. 593 (U. S. Comp. St. 19138, 8592) depriving him of 
his right to join in the suit and recover.—Kansas City, M. 
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& O. Ry. Co. of Texas et al. vs. Corn et al., 186 S. W. Rep. 
807. : : 
Question for Jury: 

(Springfield Ct. of Apps., Mo.) In an action for dam- 
ages to hogs alleged to have been caused by overheating 
in carrier’s pen before shipment, whether putting them 
in the pen on the morning of the 18th of the month with 
the intention on part of plaintiff not to ship them until 
the morning of the 19th, there being but one stock train 
a day, at 8 a. m., was an unreasonably early time before 
shipment, relieving carrier of relation of insurer or carrier 
of freight, held for the jury under the evidence.—McSpad- 
den et al. vs. Lusk et al., 186 S. W. Rep. 731. 


EXPRESS COMPANY OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A summary of the result of operations of express com- 
panies for March and for the nine months ending with 
March 31, was made public by the Commission July 8. 
It shows that for all the express companies the total 
of charges for transportation in March of this year as 
compared with March of 1915 rose from $12,305,806 to 
$15,356,191. The operating income rose from $664,003 to 
$1,072,611. 

The operating income of the Adams company rose from 
$108,585 to $170,200; American, from $185,201 to $321,902; 
Canadian, from a deficit of $2,631 to a positive of $14,- 
089; Great Northern, from $7,558 to $15,592; Northern, 
from $5,850 to $10,871; Southern, from $116,423 to $184,- 
867; Wells Fargo & Co., from $243,409 to $353,876; and 
Western, from $886 to $1,300. 

For the nine months ending with March the operating 
income of the Adams rose from a deficit of $893,331 to a 
positive of $1,530,171; American, from a deficit of $233,247 
to a positive of $2,382,620; Canadian, from a deficit of 
$11,457 to a positive of $173,924; Globe, from a positive of 
$3,423 to a deficit of $9,157, because that company dis- 
continued operations on April 30, 1915; Great Northern, 
from $113,598 to $197,471; Northern, from $117,210 to 
$224,186; Southern, from $416,429 to $1,144,682; Wells 
Fargo & Co., from $600,112 to $2,040,217; Western, from 
a deficit of $45,034 to a positive of $79,838; and for all 
the companies, from $67,704 to $7,763,933. 


The summary is a mass of figures without any ex- 
planations for the great changes that have taken place. 
The ordinary idea is that the resumption of business 
which came soon after the new basis of rates prescribed 
by the Commission became effective is responsible for that 
amazing change in the operating income for nine months 
from $67,704 to $7,763,953, before mentioned. It is not 
denied, except possibly for political purposes, that there 
was a severe depression in business from the late fall 
of 1913 to the early part of 1915. The operating revenues 
of all carriers went to a very low ebb—so low, in fact, 
that the Commission was constrained, against the judg- 
ment of a number of its members, to grant a five per cent 
advance in freight rates for the carriers of Official Clas- 
sification territory. The new basis of rates for the ex- 
press companies, it has been admitted in arguments before 
the Commission, is much more favorable than the traffic 
managers of the express companies thought it would be 
possible for it ever to become. This conjunction of an 
enormous volume of business, and the rate basis much 
more favorable than it was thought it could be when it 
was proposed, it is believed, fully accounts for the change 
before mentioned. 
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Miscell Traffic Decisi 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1916, by West Publishing Co.) 
e s 
REGULATION OF COMMON CARRIERS. reasonable terms, conditions and regulations as the cor- 
Orders: poration commission may prescribe.—Chicago, R. I. & P. 


(Sup. Ct. of La.) Const. art. 286, as amended by act 
No. 14 (Ex. Sess.) of 1907, providing that every order 
fixing a rate shall go into effect at a time fixed by the 
Commission, and remain in effect and be complied with 
until set aside by the commission, or final judgment of 
a court of competent jurisdiction in suit to set it aside, 
directly conflicts in terms with the further provision that, 
where a rate is contested and maintained, the carrier 
shall forfeit a penalty for each day its operation is sus- 
pended by suit, so that, to reconcile the two provisions, 
the latter must be held to contemplate suit with injunc- 
tion, which suspends the rate, and the former a suit 
without injunction, which dces not suspend, so that if 
the carrier, pending suit without injunction, exacts the 
old rate under protest, it must refund the difference be- 
tween the old and new rates, the new rate not being 
suspended.—McAdams vs. Wells Fargo & Co. Express, 71 
Southern Rep. 945. 

Rates: , 

(Ct. of Apps. of Ga.) Shippers and common carriers 
cannot, by contract between themselves, fix the rates to 
be charged on shipments of freight. The power and au- 
thority of regulating freight tariffs is, by the constitution 
of this state, conferred upon the General Assembly, and 
by it vested in the railroad commission (Civ. Code 1910, 
6463), which has exclusive power to make rates and to 
determine what are just and reasonable rates (Civ. Code, 
1910, 2630, 2631, 2632, 2668); and discrimination in freight 
rates in favor of anyone is made a misdemeanor (Pen. 
Code 1910, 527, 730, 731, 733)—Wight vs. Pelman & H. 
R. Co., 89 S. E. Rep. 176. 


(Sup. Ct. of Mo.) In a proceeding before the public 
service commission to determine freight rates, the rights 
of the parties depend upon the status of their dealings 
which existed when the complaint was filed, and not upon 
subsequent conditions or shipments.—Lusk et al. vs. Atkin- 
son et al., Public Service Commission, 186 S. W. Rep. 703. 


Rates—Overcharges: 

(Sup. Ct. of La.) <A carrier, having exacted under pro- 
test an excessive rate, cannot defeat the shipper’s re- 
covery on the ground that, if he is reimbursed, there will 
be discrimination, contrary to const. art. 286, against 
others who paid such rate without protest; but, if the rate 
is illegal, all who paid it must be reimbursed, to avoid 
discrimination—McAdams vs. Wells Fargo & Co. Express, 
71 Southern Rep. 945. 

Switching Connections: 

(Sup. Ct. of Okla.) Under section 33, art. 9, const., 
whenever the amount of business reasonably to be afforded 
a railway line by an oil mill and gin plant is sufficient 
to justify the same after a switch or spur track has been 
constructed from said railroad to said plant at the ex- 
pense of its owner, said railway company may be re- 
quired to furnish, the switch stand and frog and other 
necessary material for making connection with such side 
track or spur and shall make such connection under such 


Ry. Co. vs. State et al., 157 Pacific Rep. 1039. 

The jurisdiction of the commission under this provision 
to require a switch connection to be made does not rest 
upon the existence of contractual relations between the 
parties nor does it arise by reason of the breach of an 
alleged contract to construct such switch, but depends 
upon the existence of a state of facts which bring the 
case within the terms of said constitutional provision.— 
Id. 

Where a private sidetrack or spur is constructed to a 
railroad from a private industry under section 33, art. 9, 
const., and said railroau is required to construct a con- 
nection with such s.aetrack or spur at the expense of the 
owner of such :ndustry under reasonable terms, condi- 
tions and regulations prescribed by the corporation com- 
mission, the requirement that such switch connection be 
made by the railroad company does not constitute the 
taking of private property for private use without com- 
pensation and without due process of law.—Id. 

Act Cong. June 29, 1906, c. 3591, 1, 34 Stat. 584 (U. S. 
Comp. St. 1913, 8563, amending “An Act to regulate com- 
merce” (act Cong. Feb. 4, 1887, c. 104, 1), conferring juris- 
diction upon the Interstate Commerce Commission to re- 
quire switch connections to be made with any lateral, 
branch line of railroad or private sidetrack where such 
connection is reasonably practicable and will furnish suffi- 
cient business of an interstate character to justify the 
same, does not deprive the corporation commission of 
jurisdiction to require switch connection to be made with 
a private sidetracx or spur under section 33, art. 9, where 
the business of an intrastate character is sufficient to 
warrant the making of such an order.—Id. 


POWER TO REGULATE COMMERCE. 
Interstate Commerce: 

(Sup. Ct. of Mo.) Whether or not a shipment is a 
subject of interstate commerce entitling the carrier to 
charge interstate rates is a question to be determined by 
the law as expounded by the Supreme Court of the United 
States.—Lusk et al. vs. Atkinson et al., Public Service 
Commission, 186 S. W. Rep. 703. 

Under the United States constitution the power of Con- 
gress to regulate those subjects of interstate commerce 
which require a general system or uniformity of regula- 
tion is exclusive, whether exercised or not, since inter- 
state commerce proper, requiring for its protection single- 
ness of regulation, if regulated at all, must be regulated 
by that authority to which the constitution has granted 
the power.—Id. 

Under the United States constitution the power of Con- 
gress to regulate those subjects of interstate commerce 
which, owing to local conditions, may also be regulated 
by state legislation, becomes exclusive only when exerted, 
but when Congress acts it obliterates all state legislation 
on the subject.—Id. 

Where the shippers, residing and doing business in Indi- 
ana, and having no office or selling representative in 








Missouri, employed an agent to purchase railroad ties in 
Missouri, who procured a yard at C., within the state, 
where ties were assembled, inspected and sorted, but no 
work of manufacture or preparation performed, the ties 
being homogeneous in the sense they were of wood, of 
the same sizes and dimensions and for the same uses, 
before being forwarded to points outside the state under 
contracts made outside the state before the purchase of 
the ties, carried under bills of lading noting shippers as 
consignees, the shipments were interstate shipments, en- 
titling the carrier to interstate rates, since the motive 
or intention of the shipper and the object and purpose 
to which the shipment is devoted necessarily determine 
the nature of the shipment as being interstate or intra- 
state, and hence an omnibus order of the public service 
commission applying intrastate rates to all transportation 
of ties by the carrier between interior points in Missouri 
and C. is erroneous.—Id. 


Under Interstate Commerce act Feb. 4, 1887, c. 104, 24 
Stat. 379, providing that the jurisdiction of the Interstate 
Commerce Commission does not embrace interstate trans- 
portation when all its connecting carriers are not “under 
a common control, management or arrangement for a 
continuous carriage of the shipment,” if a shipment be 
shown to have the essential attributes of a movement in 
interstate commerce, that fact will of itself render the 
rates covering intrastate commerce inapplicable and void 
as to it, since the question is not one of jurisdiction of 
the Interstate Commerce Commisison or its power to fix 
rates for private carriers, but is one as to the nature of 
the shipment itelf.—Id. 

Intrastate Commerce: 

(Sup. Ct. of Mo.) ‘Full power is reserved to the several 
states to deal with subjects or commerce purely local and 
whose regulation does not directly or indirectly affect 
interstate traffic—Lusk et al. vs. Atkinson et al., Public 
Service Commission, 186 S. W. Rep. 703. 


ARBITRATION OF CLAIMS 


Arbitration of differences arising between shippers and 
carriers in the adjustment of loss and damage claims was 
advocated in a speech recently made by Commissioner 
Harlan at the twenty-fifth annual session of the Freight 
Claim Association. The suggestion was made at the end 
of a few jocular remarks and has not therefore received 
the attention that would probably have been bestowed 
upon it had the speech been delivered with a view to hav- 
ing it serve as a setting for the proposal. 


Commissioner Harlan has been giving a great deal of 
attention to loss and damage claims, although no one 
more clearly understands that the Commission has no au- 
thority to pass upon loss or damage claims as such. In 
his remarks to the claim agents he was at pains to make 
it clear that he knew the Commission could not consider 
claims for loss and damage except as they are facts bear- 
ing on the lawfulness of a rate, regulation or practice. 


Sometime ago, Mr. Harlan said, he thought he had 
evolved an idea that was worth suggesting. In a depre- 
cating sort of a way he said his hearers undoubtedly 
knew how infrequently a really new idea is produced. 
Therefore, with all the enthusiasm of a discoverer he 
started to dictate a letter to Mr, Quirk, now chief of the 
correspondence division of the Commission, but who is 
better known for his work in connection with loss and 
damage cjaim investigations, Mr. Harlan’s enthusiasm, 
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according to Mr. Harlan himself, lasted until his secre- 
tary, to whom he was dictating the letter, laid down his 
pencil and said that the idea of a general committee. of 
all the railroads to settle claims was so old that the fact 
that it had been tried and discarded was known only to 
the older claim agents. 


Mr. Harlan’s suggestion for the appointment of a com- 
mittee or board to arbitrate such differences between car- 
riers and shippers is the result of his examination of the 
rules of the Freight Claim Association, which provide for 
an arbitration committee to settle differences over loss 
and damage claims arising between carriers. In part Mr. 
Harlan said: 


In the examination of the association rules I observe that 
you have arbitration committees to settle your differences re- 
specting the liability, as between the carriers, for the amounts 
paid to shippers in the adjustment of freight claims. This 
must be very helpful to you. One of the great difficulties en- 
countered in nearly every walk of life is the inability of op- 
posing interests to agree on disputed questions. In our public 
and private relations the courts generally intervene as arhi- 
ters; when wage disagreements arise the tendency is to resort 
to an arbitration board to settle them; and, although I do not 
know that I ought to say it, certainly not above a whisper, 
there are certain things going on across the water that have 
immensely strengthened the view that even international dif- 
ferences should be adjusted in that way when possible. ‘The 
rules of your association, as I have just suggested, are founded 
upon this principle in adjusting differences between the car- 
riers. In disputed questions of weight and classification the 
weighing and inspection bureaus step in between the car- 
riers and the shippers, and the conclusions of such organiza- 
tions, I understand, are quite generally accepted as final by 
both sides. This leads me to a suggestion, brought to my 
attention from different sources, of the establishment of a rer- 
manent committee or board, composed of men with practical 
experience in dealing with such question, to arbitrate the dif- 
ferences that arise between shippers and carriers in the adjust- 
ment of loss and damage claims. Some of the most irksome 
difficulties occur in connection with losses attributed to varia- 
tions of scale weights; the shrinkage in the weight of live 
stock; and the fluctuation in market prices. Another trouble- 
some question seems to be the extent to which grain will nat- 
urally shrink in weight during the course of transportation. 
In such matters shippers are sometimes not content to accept 
the judgment of the carriers, and, conversely, the carrier is 
not always willing to regard the claims of the shipper as well 
founded. It seems to me that when this point is reached the 
services of a disinterested third person or arbiter is needed. 
In my judgment the conclusions reached by such a board, in 
the great majority of cases, would be freely accepted as con- 
clusive. 

The suggestion to arbitrate the difference between ship- 
pers and carriers that arise over freight claims, must, of course, 
be left to the practical consideration by the shippers and the 
railroads. I believe, however, that your association could be 
very helpful in developing the thought and putiing it upon 
a practical working basis if it is regarded as having nierit. 

Before taking my seat, Mr. President, I wish to make a 
very frank confession. During the course of my ten vears of 
service on the Commission so many complaints had come to 
me of the delay in the payment by carriers of the claims of 
shippers that I had come to think that the matter of claim 
adjustments was a very weak spot in our railroad administra- 
tion. I was, therefore, particularly interested in the sug- 
gestion that interrogations should be addressed by the Com- 
mission to the carriers for the purpose of ascertaining among 
other things, the length of time taken by them in settling the 
claims of shippers. The results that were tabulated by the 
Commission on the answers returned by the carriers about a 
year ago were so surprising to me and to my colleagues and 
were considered by us of such importance that we at once 
reported the facts to the congress as useful public informa- 
tion. I wish to congratulate the association on the showing 
made. The trouble with us was that we had made no dis- 
tinction between claims that had been declined, or that were 
without merit and therefore still pending, and claims that were 
well founded and had been promptly adjusted. The shipping 
public should know that instead of being a weak spot in the 
railroad service, the work of your association has been so 
ate oma as practically to eliminate all reasonable and fair 
criticism. 


COMMISSION ORDERS. 

Petition for rehearing filed by protestants, the American 
Spiral Pipe Works, in I. & S. 718, Southern Classification 
Rating, denied. 

The C., I. & L. and Wabash have been allowed to inter- 
vene in Case 6081, Board of Trade of the City of Chicago 
vs. Pere Marquette et al. 

I. & S. 709, Lake and Rail Rate Cancellations, has been 
reopened for further hearing upon application filed by the 
Port Huron & Duluth S.°S. Co., to decide proper rate 
divisions to apply to eastbound traffic, 
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July 15, 1916 


Legal Department 


Conducted by 


CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 


In this department we answer simple questions relating to the law 
crest leenttenee re Readers desiring special 


Freight Charges on Fuel Coal. 

Maryland.—Question: “Carrier B receives from carrier 
A commercial coal for transporting. The local rates of 
earrier A to junction with carrier B are less than the 
proportions of the through rates applicable to points on 
carrier B. Often it is found necessary to confiscate com- 
mercial coal coming from carrier A, and billing is cor- 
rected to read to point of confiscation, causing the freight 
charges of foreign road to carrier B to exceed the local 
rates to the junction. Do you think it would be lawful 
for carrier B to pay only the local freight charges to 
the junction on such coal, by correcting the billing ac- 
cordingly ?” 

Answer: The act of a carrier in confiscating coal con- 
signed to another may be legally defined as a conversion 
of property. Withholding the property by the carrier 
from the rightful owner, or exercising any dominion over 
the same for its own use, amounts to a conversion. In 
such cases the owner is entitled to recover the highest 
market value of the property between the date of the 
conversion and the time of the trial, for the reason that 
for conversion the tort feasor cannot take advantage of 
his own wrong, nor lessen the measure of his liability; by 
invoking any provisions or conditions in the bill of lading 
giving the carrier any collateral advantage. 

In the Blish Milling Co. case, the United States Su- 
preme Court held that a carrier converting a shipment 
might not waive the terms of the contract under which 
the shipment was made pursuant to the federal act. 
Further, in the Beekman Lumber Co. case, 21 I. C. C., 270 
(see Traffic World, July 15, 1911, page 140), and others, 
the Interstate Commerce Commission held that where a 
shipment of company material was billed through to a 
certain delivery point, the purchasing carrier is entitled 
to only its division of the joint rate and the charge 
which it must pay on its shipment of material to the 
junction point as the division of the rate accruing to the 
initial carrier up to the junction point. 

The shipment in question having been billed through, 
at the through published rate, the carrier could not apply 
the local rate to the junction point without violating the 
bill of lading contract, contrary to the Supreme Court 
decision, and without violating the rule requiring it to 
participate only in its division of the through rate, in 
accordance with the Interstate Commerce Commission’s 
decisions. 

* * * 
Consignor’s Liability for Freight. 

Indiana.—Question: “On Dec. 23, 1912, we made a ship- 
ment to a customer by freight. The transportation com- 
pany delivered the material to the customer, but did not 
collect the freight charges. On April 26, 1916, they pre- 
sented bill for same to us advising us that they were 
unable to collect from the customer, who had failed in 
the meantime. Our cashier, without studying the mat- 
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ter, paid the bill. Have we any recourse in the matter? 
We understand that, although the Interstate Commerce 
Commission rules that the shipper must guarantee freight 
charges, still as soon as the transportation company 
makes delivery of material without receiving payment of 
the charges, they are held responsible for extension of 
credit to the consignee, and that our liability ceases then. 
Will you kindly advise us whether our understanding of 
the matter is correct through your coiumn in The Traffic 
World?” 

Answer: Rule 314, Conference Rulings Bulletin 6, reads - 
as follows: “The law requires the carrier to collect and 
the party legally responsible to pay the lawfully estab- 
lished rates without deviation thereupon. It follows that 
it is the duty of carriers to exhaust their legal remedies 
in order to collect undercharges from the party or parties 
legally responsible therefor. It is not for the Commission, 
however, to determine in any cases which party, consignor 
or consignee, is legally liable for the. undercharge, that 
being a question determinable only by court having juris- 
diction and upon the facts of each case.” 


The courts have generally held that the existence of 
the relation of carrier and consignee will not establish 
a liability on the part of the latter to pay the freight 
charges, in the absence of an agreement, express or im- 
plied. But where a carrier delivers goods to the con- 
signee, and the latter accepts them with knowledge that 
the freight charges are unpaid, it is evidence from -which 
to imply an agreement to pay the published amount of 
the freight charges. 

On the other hand, if the consignee, as the owner of 
the shipment, refuses or fails to pay the freight charges, 
the law gives the carrier the right to seek recovery from 
the consignor, as the party with whom the contract of 
shipment was made. As was said by the Commission in 
the rule above stated, the law requires the carrier to 
collect the lawfully published rates, and the United States 
Supreme Court, in the recent Blish Milling Co. case, held 
that “the parties could not waive the terms of the contract 
under which the shipment was made pursuant to the 
federal act; nor could the carrier by his conduct give 
the shipper the right to ignore these terms which were 
applicable to that conduct.” So that, if the carrier cannot 
obtain payment of freight charges from the consignee, he 
must seek his remedy from the consignor. 

* * * 
Defect in Cars Leased from Others. 


Texas.—Question: “With reference to your answer to 
inquiry from ‘Florida’ shown on pages 1248 and 1249, in 
issue of Traffic World June 10, 1916, will be glad if 
you will answer the following question: On a shipment 
of sulphuric acid, the carrier furnished a tank car owned 
by another carrier, for transportation of this acid to a 
point in New York. On account of no through rates be- 
ing applicable, bill of lading was taken out to a point 
within this state, shipment to be rebilled from that junc- 
tion. While the car was in the yard of the carrier at 
that junction a leak was discovered, resulting in some 
loss. I would take it from the answer to the inquiry 
above referred to that it is the duty of the carrier to 
furnish suitable equipment for such shipments and keep 
such equipment in condition to prevent losses. Further, 
that in the event of loss under these circumstances, the 
carrier is liable for the full amount. Kindly advise if I 
am correct, quoting authorities.” 

Answer: A carrier is bound to furnish suitable and 
safe vehicles and means of transportation for the car- 
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riage of goods it undertakes to carry, and is liable for 
losses caused by its failure to do so. A carrier cannot 
escape responsibility for its failure to provide cars rea- 
sonably fit for the conveyance of the particular class of 
goods it undertakes to carry by alleging that the car 
used was the property of another. Michi on Carriers, 
Volume 1, pages 783, 785; Hutchinson on Carriers, Vol- 
ume 2, section 498, also says, “in such a case the carrier 
would be liable for all damages resulting from the use 
of the defective vehicle, although the ownership of the 
vehicle was in another. Nor can the carrier avoid re- 
sponsibility as a carrier by devolving upon the shipper 
the duty of inspecting or selecting the vehicle in which 
his goods are to be carried.” 

In the Pennsylvania Paraffine Works case, 34 I. C. C., 
179 (see Traffic World, June 19, 1915, page 137), the Inter- 
state Commerce Commission ruled that “the cars leased 
carriers by shippers or private car lines will be regarded 
as cars controlled by the carrier,’ and, further, that “the 
responsibility to the shipper of furnishing’ a proper sup- 
ply of cars rests upon the road upon which the shipper 
is located and the traffic originates.” It is strongly 
urged by the owner of private cars, especially tank cars, 
and there seems to be some good basis for it in law, 
that such cars are furnished the carriers not because 
of any desire to select and use cars from which any 
personal benefit is derived, but solely because the car- 
riers have neglected and refused to supply the shipper 
with the same as is required by law, and that therefore 
the carrier’s duties and obligations relative to such cars 
are precisely the same as regards any other suitable and 
safe equipment that they must furnish for the carriage 


of goods which they undertake to carry. 
* * * 





Owner Refusing to Receive Injured Goods. 
Oklahoma.—Question: “A shipment of flour was dam- 
aged in transit by water to such an extent as to be 
unmarketable without reconditioning and resacking, and 
was refused by consignees. Shippers duplicated the ship- 
ment and filed claim for full invoice value. Carriers now 
contend that shipper must handle damaged shipment and 
file claim for amount of damage. Will you kindly advise 

us through your department if this is correct?” 
Answer: The law seems to be that where property 
is injured in transportation through the negligence of the 
carrier, but is not entirely worthless, the owner cannot 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since last Friday’s Dally and since the 
last Issue of The Traffic World. Cancellations and pestpone- 
ments announced too late to make the change In this Docket 
will be noted elsewhere. 


July 17—Goldsboro, N. C.—Examiner Watkins: 
a cman & Carolina S. S. Co. vs. A. C. L. R. R. Co. 
et al. 
om 17—St. Joseph, Mo.—Examiner Worthington: 
8762—Wilcox Mercantile Co. vs. Wabash R. R. Co. 
July 17—Sioux City, Ia.—Examiner Flynn: 
8708—H. Friedman vs. C, & N. W. Ry. Co. et al. 
* 8661—Fred S. Martin vs. Sioux City Service Co. et al. 
8802—Tribune Co. et al. vs. Gt. Nor. Ry. Co. et al. 
July 17—Baltimore, Md.—Examiner Gerry: 
8—P. Dougherty Co. vs. B. & O. R. R. Co. et al. 
8654—Crown Fork & Seal Co. vs. P. R. R. Co. et al. 
July 17—Mobile, Ala.—Examiner Gibson: 
_— E. Moore Stave Co. vs, Mobile & Ohio R. R. Co. 
et al. 
8826—Lucas E. Moore Stave Co. vs. Southern Ry. Co. et al. 
July 17—Chicago, Ill.—Examiner Gartner: 
%674—H. A. Hearon et al. vs. Ill. Cent. R. R. Co. 
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refuse to accept it and sue for its market or contract 
value, but may recover only for the injury. If, however, 
the goods are injured so as to entirely destroy their value 
the consignee may refuse them and hold the carrier for 
their value. Hutchinson on Carriers, Volume 3, section 
1365; Michi on Carriers, Volume 1, section 1071, and 
authorities cited thereunder. Some states have held that 
the amount of damage must be established by sale of the 
goods at public auction, but most states hold that the 
plaintiff may prove his damages in any competent manner. 
* * * 
Carrier’s Delay Concurring with Natural Causes or Loss. 

New York.—Question: “About ten years ago there 
were a number of cars of various commodities destroyed 
in a flood at Kansas City, Mo. Claims were filed, and, we 
understand, were collected, on shipments which had been 
destroyed in the flood and which the railroad companies 
had not handled promptly up to Kansas City, and on 
these shipments which were caught in the flood, the 
Supreme Court, or some other court, ruled that the rail- 
roads were liable for’ damages. We have a similar case 
and would thank you to advise if you can locate and 
furnish us with citation of the decision in the Kansas 
City case mentioned. 

Answer: We do not recall the particular decision that 
you cite, but will state that the rule is well settled in 
New York that if the negligence of a common carrier 
concurs with the act of God in causing damage to the 
property intrusted to it for transportation, it is liable 
for the damage caused by such concurring negligence, 
although it may have been contributed by the vis major. 
See 30 N. Y., 680; 45 N. Y., 712; 54 N. Y., 500; also Michi 
on Carriers, section 1846 and cases cited. 

Hutchinson on Carriers, 3d edition, Volume 1, sections 
297-305, inclusive, gives a very comprehensive review of 
the law relative to losses through the act of God which 
would not have occurred but for the carrier’s unreason- 
able delay, and shows that different views of this ques- 
tion have been taken by the American courts. He cites 
a number of authorities in support of the doctrine that 
the carrier is responsible only where his negligence was 
the proximate cause of the loss, and also cites a larger 
number of authorities giving the contrary view to the 
effect that in case of unreasonable delay the carrier will 
be liable, no matter what the immediate cause of the loss 
may have been. 


Docket of the Commission 





July 18—Philadelphia, Pa.—Examiner McKenna: 


8697—Scott Paper Co. vs. A. C. R. R. Co. et al. 
8721—Scott Paper Co. vs. P. R. R. Co. et al. 

8737—S. C. Woolman & Co. vs. P. R. R. et al. 

8699—S. C. Woolman & Co. vs. C. R. R. of N. J. et al. 


July 18—Topeka, Kan.—Examiner Worthington: 
8771—Western Star Mill Co. vs. Union Pac. R. R. Co. 


July 18—Grand Rapids, Mich.—Examiner Thurtell: 
8329—Cadillac Lumber Exchange vs. Ann Arbor R. R. Co. et al. 


July 18—St. Louis, Mo.—Examiner Pugh: 
8709—Inland Navigation Co. vs. Wabash Ry. Co. et al. 


July 19—Los Angeles, Cal.—Examiner Bissell: 
8789—Southern California Fuel Dealers’ Assn. et al. vs. A. T. 
& S. F. Ry. Co. 
$175—Byron T. Rowan et al. vs. A. T. & S. F. Ry. Co. et al 
7369—Independent Ice, Feed & Fuel Co. et al. vs. S. P. L. A. 
& S. L. R. R. Co. et al. 


July 19—Omaha, Neb.—Examiner Flynn: 
7838—Omaha Alfalfa Milling Co. vs. Union Pac. R. R. Co. 
8670—McShane Lumber Co. vs. M. & O. R. R. Co. et al. 
8831—A. Schall Co. et al. vs. B. & O. S. W. R. R. Co. et al. 
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July 19—Baltimore, Md.—Examiner Gerry: 
1. & S. 833—Export grain storage charges. 
a Chamber of Commerce vs. B. & O. R. R. Co. 
et al. 
July 20—Los Angeles, Cal.—Examiner Bissell: 
7206—R. H. Herron Co. vs. Sou. Pac. Co. 
7597—Los Angeles Brewing Co. et al. vs. Sou. Pac. Co. 
July 20—Newport, Vt.—Examiner Mattingly: 
8325—C. S. Emery & Co. vs. B. & M. R. R. 


July 20—St. Louis, Mo.—Examiner Pugh: 
7109, Sub. No. 2—Cape Girardeau Portland Cement Co. vs. St. 
L. & S. F. R. R. Co. et al. 
July 20—Chicago, Ill.—Examiner Thurtell: 
8705—Swift & Co. vs. Ark. & Gulf R. R. Co. et al. 
8710—Northwestern Terra Cotta Co. et al. vs. A. & St. L. 
R. R. Co. et al. 


July 20—Baltimore, Md.—Examiner Gerry: 
8838—Baltimore Roofing & Asbestos Mfg. Co. vs. West Md. 
Ry. Co. et al. 
July 20—Norfolk, Va.—Examiner Watkins: 
1. & S. No. 816—Fish from Virginia. 
7573—F. S. Royster Guano Co. vs. A. C. L. R. R. Co. et al. 
July 20—Omaha, Neb.—Examiner Flynn: 
8611—Sunderland Bros, Co. vs. C. Gt. West. R. R. Co. et al. 
8634—Sunderland Bros. Co. vs. K. C. Term. Ry. Co. et al. 
8735—Sunderland Bros. Co. vs. A. T. & S. F. Ry. Co. et al. 
8760—Sunderland Bros. Co. vs. C. & N. W. Ry. Co. et al. 


July 20—Jacksonville, Fla.—Examiner Gibson: 
8720—Graves-Vros Co. vs. Apalachicola No. R. R. Co. et al. 


July 20—Memphis, Tenn.—Examiner Pitt: 
Fourth Section Applications Nos. 2045, 1952, 458 and 8982. 


July 20—Concordia, Kan.—Examiner Worthington: 
* 8797—R. R. Savage vs. A. T. & S. F. Ry. Co. et al. 


July 21—Omaha, Neb.—Examiner Flynn: 
8016—M. C. Peters Mill Co. vs. C. B. & Q. et al. 
July 21—Chicago, Ill.—Examiner Thurtell: 
8758—Chicago Bridge and Iron Co. vs. Erie R. R. Co. et al. 
July 21—Los Angeles, Cal.—Examiner Bissell: 
8717—E. M. Cope Commercial Co. vs. A. T. & S. F. Ry. Co. 
8719—Randolph Fruit Co. vs. Sou. Pac. Co. et al. 
8822—Riverside Portland Cement Co. vs. A. T. & S. F. Ry. Co. 
July 22—New York, N. Y.—Examiner Mattingly: 
8752—A. Rosenblum vs. N. Y. N. H. & H. R. R. Co. et al. 
8754—A. Rosenblum vs. N. Y. N. H. & H. R. R. Co. et al. 
8841—American Cyanamid Co. vs. Mich. Cent. R. R. Co. et al. 


July 22—Wichita, Kan.—Examiner Worthington: 
8777—Brittain Bros. et al. vs. St. L. & S. F. R. R. Co. et al. 


July 22—Valdosta, Ga.—Examiner Gibson: 
8621—Dougherty, McKey & Co. vs. A. C. L. R. R. Co. et al. 


= 24—Chicago, Ill.—Examiner Thurtell: 
5 


8751—W. H. Barber Agency Co. vs. Kentwood & En. Ry. Co. 
et al. 

8805—Stephenson Charcoal Iron Co. vs. M. St. P. & S. S. M. 
Ry. Co. et al. 


July 24—Lincoln, Neb.—Examinef Flynn: 
8703—Abel & Roberts vs. M. P. Ry. Co. et al. 


July 24—Bainbridge, Ga.—Examiner Gibson: 
* 8807—Arlington Cotton Oil Co. vs. Cent. of Ga. Ry. Co. et al. 


July 24—Little Rock, Ark.—Examiner Pugh: 
.°& S. 827—Lumber from Arkansas City, Ark. 
1. & S. 837—Rice from Texas and Louisiana (No. 2). 


July 24—Kansas City, Mo.—Examiner Pitt: 

Fourth Section Application No. 10614, C. R. I. & P.—Class and 
commodity rates between Kansas City, Leavenworth, Atch- 
ison and St. Joseph and stations on the C. R. I. & P. in 
Missouri. 

Fourth Section Application No. 10619, C. R. I. & P.—Com- 
modity rates from Council Bluffs, Omaha and South Omaha 
to Kansas City and St. Louis. 

Fourth Section Application No. 3439, C. R. I. & P.—Class and 
commodity rates between Missouri River points and sta- 
tions on the C. R. I. & P. in Missouri. 

July 24—Coffeyville, Kan.—Examiner Worthington: 
* 8738—Prairie Oil and Gas Co. vs. Wabash Ry. Co. et al. 
* 8776—Coffeyville Vitrified Brick and Tile Co. vs. A. T. & S. 
¥.. Ry. Co. 
July 25—Macon, Ga.—Examiner Gibson: 
oe A. Waxelbaum & Bro. vs. Ocean S. S. Co. of Sav. 
et al. 
July 25—Chicago, Ill—Examiner Thurtell: 
8835—Booth Fisheries Co. vs. Am. Ex. Co. et al. 
8848—Booth Fisheries Co. vs. Am, Ex. Co. et al. 


July 26—Atlanta, Ga.—Examiner Gibson: 


8774—American Sumatra Tobacco Co. vs. New York, New 
Haven & Hartford R. R. Co. et al : 
bal Sar a alee Oil Co. vs. Marianna & Blountstown R. R. 
0. et al. 


July 26—Muskogee, Okla.—Examiner Worthington: 
ae i a ig Poultry and Egg Co. vs. St. L. & S. F. R. R. 
o. et al. 
8756—Muskogee Produce Co. et al. vs. St. L. & S. F. R. R. 
Co. et al. 
July 26—Chicago, Ill.—Examiner Thurtell: 
6081—Board of Trade of the City of Chicago vs. P. M. R. R. 
Co. et al. 
July 26—New York, N. Y.—Examiner Howell: 
* 6469—Application of the New York, New Haven & Hartford 
R. R. Co. under the Panama Canal act. 
July 27—Charleston, S. C.—Examiner Gibson: 
a a Adjustment Steering Committee vs. A. Cc. L. 
. & Cf al, 
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July 27—Chicago, Ill.—Examiner Thurtell: 
7287—United States Gypsum Co. vs. B. R. & P. Ry. Co. et al. 
7438—Niagara Gypsum Co. vs. B. R. & P. Ry. Co. et al. 

July 28—Houston, Tex.—Examiner Bissell: 
|, & S. 810—Sulphur acid from New Orleans, La. 


July 29—Houston, Tex.—Examiner Bissell: 
8728—West Lumber Co. et al. vs. M. K. & T. Ry. Co. et al. 
September 7—Washington, D. C.—Examiner Watkins: 
* 1, and S. 812—New Orleans terminal allowances. 
September 18—Chicago, Ill—Commissioner Daniels: 
8182—Cement investigations et al. 
October 20—Argument at Washington, D. C.: 
In the matter of Bills of Lading (Docket No. 4844 and con- 
solidated cases). 
November 13—Washington, D. C.—The Commission: 
* In re change in date for ending fiscal year. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


July 7, in I. and §S. 815, the Commission further suspended 
from July 30 until January 30 the following: Union Pacific 
R. R. Co. I. C. C. 2773 and Sup. 1 thereto. The suspended tariff 
increases class rates from Omaha and other points to various 
destinations in Kansas. It was suspended originally from April 
1 and May 1 until July 30. 

July 8, in I. and S. No. 883, the Commission suspended from 
July 10 until November 7 Item 12, Page 50, and Item 46, Page 
88, of Southern Classification 42; Powe’s I. C. C. No. 21. Item 
12, Page 50, increases the classification rating on grate bars, 
less than carloads. The present ratings are as follows: 


Class. 
Packed or in bags, or wired together in bundles, L. C. L... 4 
Loose, each piece weighing 15 pounds or less, L. C. L...... Z 


Loose, each piece weighing over 15 pounds, but not over 200 
pounds, L. C. L. 
Loose, each piece weighing over 200 pounds, L. C. L........ 6 


Proposed. 


Weighing each less than 25 pounds, loose or in bundles 
weighing each less than 25 pounds, L. C. L..........eese0- 
Weighing each 25 pounds or over, loose, or in bundles weigh- 
ing each 25 pounds or over, L. C. L 


er 


| 


* Ie Deereie, Demen OF Grate, Ta Co Tae oc iieccise ss tnnccensccsncee 1 


Item 46, Page 88, provides for an increased classification rat- 
ing on coppered or nickeled wrought iron or steel cylinders, less 
than carloads; the present rating is fourth class, the proposed 
rating is third class. 

July 7, in I. and S. No. 882, the Commission suspended trom 
July 10 until November 7, Baltimore & Ohio I. C. C. No. 14546. 
The suspended tariff increases rates on sand, loam and black 
dirt, carloads, from Dock Siding, Gary, McCools, Miller and 
Willow Creek, Ind., to points within the Chicago switching 
district. The present rate to the southern portion of the Chi- 
cargo district is 40 cents per net ton and the proposed rate is 
42 cents. The present rate to the northern portion is 50 cents 
and the proposed rate is 53 cents per net ton. 

July 7, in I. and S. No. 809, the Commission further suspended 
from July 30 until January 30 items in various tariffs therein 
specified. The suspended items increase ratings on various 
commodities covered by Note 4 of the Southern Classification 
Associated Railways exception. Their operation was suspended 
originally from April 1 and later dates until July 30. 


July 10, in I. and S. No. 864, the Commission suspended from 
July 15 and later dates until November 12, schedules in tariffs 
specified in the order. The suspended schedules cancel com- 
modity rates on core compound and foundry flour, carloads, be- 
tween points in Official Classification territory. The present 
rates are on the basis of the rates applicable on flour. The 
proposed basis is sixth class rates. 

July 12, in I. and S. No. 814, the Commission further sus- 
pended from July 30 until January 30, schedules in the follow- 
ing: N. Y. C. R. R. Co. (line east of Bu%Yalo) Sup. 5 to N. Y. C. 
& ee: 8: KR. tC. C. Me: 1266, Bam 2.te 5. YY: C. & H.R. RB. 
I. C. C. No. 1219; West Shore R. R. Co. (N. Y. C. R. R. Co., les- 
see) Sup. 2 to W. S. R. R. I. C. C. No. 721, Sup. 2 to W. S. 
R. R. I. C. C. No. 723. The suspended schedules propose a new 
rule to the effect that carriers shall refuse to sell another 
commutation ticket to any person who shall have misused a 
former one. The first suspension was from April 1 to July 30. 

July 12, in I. and S. No. 830, the Commission further sus- 
pended from August 20 until February 20 schedules in Sups. 
Nos. 1 and 2 to Washburn’s I. C. C. No. 169. The suspended 
schedules increase rates on petroleum and its products, car- 
loads, from Cincinnati, Louisville and Lexington to Kentucky 
destinations. They were suspended originally from April 22 
until August 20. 








Digest of New Complaints| 


No. 7180. Burson Knitting Co., Rockford, Ill., vs. C. I. & S. R. 
R. Co. et al. 

Petition for rehearing as to reasonableness of rates on cot- 
ton hosiery, in bales, under Official Classification ratings. 

No. 8637, Sub. 3. Western Pine Mfg. Co., Spokane, vs. Denver 
& Rio Grande et al. 

Unjust, unreasonable and discriminatory rates on eighteen 
carloads of box shooks in so far as it exceeded rates on 
rough or surfaced lumber. Asks that the rate on lumber be 
established as the maximum on shooks, and reparation. 











No. 8977. Isaac Joseph Iron Co., Cincinnati, vs. L. & N. et al. 
Against a rate of 34 cents on scrap iron and scrap ails 
from New Orleans to Knoxville as unjust and unreason- 
— Asks for a rate not exceeding $3.30 per ton and repara- 
on. 
No. 8978. The Honaker Lumber Co., Inc., et al., Putnam, Va., 
vs. N. & W. et al. 

Against the distinction between hardwood lumber and lum- 
ber made from other woods, as being discriminatory against 
oak, spruce and hemlock and “other woods.’’ Asks for just, 
reasonable and non-discriminatory rates on lumber. 

No. 8979. The Ohio Salt Co., Chicago, vs. B. & O. et al. 

Unjust and unreasonable charges on 150 barrels and 17 
sacks of salt from Rittman, O., to Iron River, Mich. Asks for 
a cease and desist order and reparation. 

No. 8980. Ayer & Lord Tie Co., Carbondale, Ill., and Chicago, 
vs. Illinois Central et al. 

Unjust and unreasonable rates on ties from points of origin 
mentioned to Carbondale via Cairo, charges being based on 
100-pound basis instead of the per tie basis in effect on the 
outbound movement to Chicago and Indianapolis. Asks for a 
cease and desist order and reparation amounting to $12,241.62. 

No. 8981. Earl Fruit Co., Sacramento, Cal., vs. Oregon Short 
Line et al. 

Against a through rate of $2.13 per 100 pounds on 1,000 
crates of fresh Italian prunes from Emmett, Ida., to Chicago, 
forwarded to Liberal, Kan., as unjust and unreasonable. Asks 
for a rate of 90 cents and reparation. 

No. 8982. Locust Mountain Coal Co., Bethlehem, Pa., vs. Le- 
high Valley et al. 

Against rates of $1.55 on prepared sizes and $1.40 on pea 
size anthracite coal from Weston Colliery, Shenandoah, to 
tidewater at Perth Amboy, for transshipment as unjust, un- 
reasonable and unduly discriminatory. Asks for reparation. 

No. 8983. The Virginia-Carolina Chemical Co., Richmond, Va., 
vs. Chesapeake & Ohio Ry. Co. 

Against the application of a rate of $2.20 per ton on im- 
ported bone meal from Newport News to Lynchburg, as un- 
just and unreasonable to the extent that it exceeded a sub- 
sequently published rate of $1.65, to which basis reparation 
is requested. 

No. 8984. Clarence F. Carey, Spokane, Wash., vs. Northern 
Pacific Ry. Co. et al. 

Against a rate of 49c per 100 pounds on C. L. shipments of 
cedar posts from Careywood, Ida., to Ainsworth, Neb., as un- 
just and discriminatory in so far as it exceeds a rate of 47c 
in effect to a more distant point. Ask for the establishment 
of that rate and reparation, 

No. 8985. Steagall & Lightfoot et al., Montgomery, Ala., vs. 
Louisville & Nashville R. R. Co. et al. 

Unreasonable, excessive and unjustly discriminatory rates 
on horses and mules, C. L., to Montgomery, Ala., from points 
in Illinois and Tennessee. Cease and desist order, the estab- 
lishment of just and reasonable rates and reparation asked 
for. 

No. 8986. P. E. Sharpless Co., Philadelphia, Pa., vs. Philadel- 
phia, Baltimore & Washington R. R. Co. et al. 

Against the official third class rating as applied to ship- 
ments of L. C. L. quantities of condensed and evaporated 
milk as unjust and unreasonable. Ask for the establishment 
of rates not to exceed the current rates applicable under 
Rule 26, and reparation. 

No. 8987. The Burmite Roofing Co., Chicago, Ill., vs. Grand 
Trunk Ry. Co. of Canada et al. 

Unjust and unreasonable rates on asphalt shingles and on 
asphalt shingles when in mixed carloads with prepared roof- 
ing from Argo, Ill., to various interstate destinations, in so 
far as they exceeded the rates contemporaneously in effect 
on prepared roofing between the same points. Reparation 
asked. 

No. 8987, Sub. No. 1. The Beckman-Dawson Co., Chicago, IIL, 
vs. Pennsylvania Co. et al. 

Same as above and same request. 

No. 8987, Sub. No. 2. The Amalgamated Roofing Co., Chicago, 
Iil., vs. C. C. C. & St. L. et al. 

Unjust and unreasonable rates on asphalt shingles in so 
far as they exceed the rates on prepared roofing. Cease and 
desist order and reparation asked for. 

(No, 8988. Austin Powder Co., Cleveland, O., vs. Wheeling & 
Lake Erie R. R. Co. et al. 


Unjust and unreasonable charges on shipments of black - 


blasting powder moving from Falls Junction, O., to Mascou- 
tah, Ill., due to alleged misrouting. Reparation asked for. 
No. 8989. A. D. Radinsky, Denver, Colo., vs. C. B. & Q. et al. 

Against a rate of 56 cents on rags from Butte, Mont., to 
Denver, Colo., in effect for a short time as unjust and un- 
reasonable. Ask for a cease and desist order and reparation 
on shipments moving during the period when the rate was 
56 cents instead of 40 cents as at present. 

No. 8990. A. W. Miller Sawmill Co., Seattle, Wash., vs. C. M. & 
St. P. et al. 

Alleges unreasonable charges on a carload of fir lumber 
shipped from Maytown, Wash., to Rockyford, Colo., in that 
earrier furnished a 60,000 minimum gondola instead of the 
50,000 pound car as ordered. Asks for a cease and desist 
order and reparation down to a 15,000 pound minimum. 

No. 8991. H. L. Buss Co., Boston, Mass., vs. New York Central. 

Alleges unjust and unreasonable rates on wheat from Buf- 
falo, N. Y., to Boston, Mass., on account of shortage. Ask 
for a cease and desist order and reparation. 

No. 8992. National Milling Co., Macon, Ga., vs. A. C. L. R. R. 
Co. et al. 

Unjust, unreasonable and unduly discriminatory rates and 
charges on imported black strap molasses from Key West, 
Fla., to Macon, Ga., in tank cars, discrimination being alleged 
on account of more favorable rate adjustment to competitors 
at St. Louis, Cairo, Chicago and Louisville. 

No. 8994. New Jersey Board of Commerce and Navigation et 
al. vs. B. & O. et al. 
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Alleges unjust discrimination against Jersey City, Newark, 
Hoboken and Elizabeth, N. J., in favor of New York city, in 
that rates to the Jersey shore points are made the same as 
rates to New York city. Ask for a cease and desist order 
and that Jersey shore rates be made differentials under New 
York by the amounts paid for floatage and lighterage from 
Jersey shore points to New York city. 

No. 8995. Hall & Whittington et al., Marion, Md., vs. N. Y. 
P. & N. et al. 

Alleges unjust charges on carload shipment of canned to- 
matoes from Marion, Md., to Ashland, Ky., by reason of mis- 
routing. Ask for a cease and desist order and reparation. 

No. 8996. Swift & Co., Chicago, Ill., vs. Union Pacific et al. 

Against the fifth class rate of $1.50 per 100 pounds and a 
minimum weight of 30,000 pounds applied to shipments of 
packing house products in Western Classification territory as 
unjust and unreasonable, Cease and desist order and repara- 
tion of $7,500 asked for. 

No. 8997. Jewel Tea Co., Inc., Chicago, Ill., vs. Pa. Co. et al. 

Against rates on earthenware from East Liverpool and 
elsewhere in Ohio to Los Angeles and San Francisco as un- 
just and unreasonable. Cease and desist order and reparation 
asked for. 

No. 8998. Omaha Grain Exchange vs. C. R. I. & P. et al. 

Unjust, illegal and discriminatory rates on grain and grain 
products from Omaha, Neb., and Council Bluffs, Ia., to points 
in Texas, Oklahoma, Arkansas, Louisiana and New Mexico. 
Cease and desist order and the establishment of maxima 
rates asked for. 

No. 8999. Norman T. Whittaker, New York City, vs. Pull- 
man Co. 

Unjust and unreasonable charges for a lower berth Pullman 
sleeper from New York to Washington. Asks for a rate of 
$1.50 and reparation. 

No. 9000. The Gerard B. Lambert Co., Helena, and Elaine, 
Ark., vs. St. L. I. M. & S. et al. 

Unjust and unreasonable rates on shipments of coal from 
Murphysboro and other points in Illinois to Elaine. Just and 
reasonable rates asked for and reparation. 

No. 9001. Foundry Supply Manufacturers’ Assn. of Cleveland, 
O., vs. Ann Arbor R. R. Co. et al. 

Unjust and unreasonable rates on foundry facings in C. F. 
- territory. Just and reasonable and maxima rates asked 

? 

No. 9002. N. Y. Wood & Sons, Middletown, N. Y., vs. Erie R. 
R. Co. et al. 

Unjust and unreasonable charges on shipments of coal from 
points in Pennsylvania to complainant’s plant on the Middle- 
town & Unionville R. R. by reason of failing to absorb switch- 
ing charge of 20 cents per ton. Cease and desist order, the 
establishment of maxima rates asked for. 

- — , eee Akers & Inman, Atlanta, Ga., vs. Sou. Ry. 

o. et al. 

Unjust and unreasonable rates and charges on shipments 
of cotton from Hartwell through Tococoa, Ga., via Norfolk, 
Va., to Bremen, Germany, said cotton to be concentrated at 
Tococoa by reason of the fact that Hartwell was not indi- 
cated in Southern Ry. Concentration Circular I. C. C. A4106 
through an alleged clerical error. Cease and desist order 
and reparation of $744.66 asked for. 

No. 9004. The Dunham Co. of Berea, Ohio, vs. New York Cen- 
tral R. R. Co. et al. 

Against charges of $1.25 per 100 pounds upon carload ship- 
ments of castings, in the rough, from Berea, Ohio, to Port- 
land, Ore., as unjust and -unreasonable to the extent that it 
exceeded a rate of 80 cents per 100 pounds., the excessive 
charge growing out of alleged errors in_ classification. 
Cease and desist order and reparation asked for. 


No. 9005. The Rapson Coal Mining Co., Colorado Srings, Colo., 
vs. Colo. & Sou. et al. 

Unjust and unreasonable charges on five carload shipments 
of bituminous nut coal from Rapson, Colo., to points in Okla- 
homa and Kansas, through alleged errors in routing. Cease 
and desist order and reparation asked for ($727.28), and the 
establishment of maximum carload rates. 


No. 9006. Cabin Creek Consolidated Coal Co. et al., Charleston, 
W. Va., and elsewhere, vs. C. H. & D. et al. 

Against the car demurrage rules on lake cargo coal, vessel 
fuel coal or coke, held for transshipment at lake ports on 
Lake Erie, as unjust and unreasonable in that they provide 
that, for the purpose of computing time as provided in the 
rules, the season of navigation is divided in two periods— 
May 1 to July 1 inclusive and August 1 to December 18 in- 
clusive, the contention being that the whole period of naviga- 
tion should be treated as one; that the allowance of five 
days’ free time is insufficient, that provisions for the compu- 
tation of free time are unreasonable and unjustly discrimina- 
tory; that the rule providing for assessment of demurrage on 
each car as a unit shipment is unreasonable and unjustly dis- 
criminatory, the contention being that no detention should be 
charged until the entire cargo is delivered, etc. Ask for cease 
and desist order, that the provisions of the tari be declared 
unreasonable and non-discriminatory rules, regulations and 
practices may be prescribed and that reparation be awarded. 

No. 9007. Matthiessem &.Hegler Zinc Co., La Salle, Ill., vs. 
Cc. B. & @. RB. BR. Co. et al. 

Against changes in tariff which provided for the assess- 
ment of the La Salle proper rate and local charge of 15 cents 
per ton by the La Salle & Bureau County R. R. Co. on ship- 
ments of merchandise to La Salle as unjust and unreason- 
able. Reparation asked of $11,268.41 in accordance with tar- 
iffs published since the shipments moved and providing for 
the absorption of the charges of the La Salle and Bureau 
County R. R. Co. 

No. 9008. Bodenheimer Molasses Co., New Orleans, La., vs. N. 
O. Tex & Mex. R. R. Co. et al. 

Against a rate of 18% cents on a tank car of imported 
black strap molasses from Amesville, La., to Beaumont, Tex., 
as unjust and unreasonable. Asks for a rate of 13% cents 
and reparation. 





oun 


SeeeoadAa men A & st & 


Se = 6 


an 
on 
we 
sa 
to 
lin 
SW 
iny 
if 
SCé 
pre 
be 
car 
of 
to 





July 15, 1916 





THE TRAFFIC WORLD 143 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


THE COMMISSION AND WAGES 


Editor The Traffic World: 

Mr. Hillyer’s letter in your current issue on “The Com- 
mission and Wages,” together with your comment and 
indorsement, make a strong argument against referring 
the present wage dispute between the carriers and their 
employes to the Interstate Commerce Commission, and, 
while your conclusions are technically justified, consid- 
ering the basis from which you argue, they may very 
well fail to satisfy the public in view of the serious 
consequences involved in the present dispute. 


Is the function of the Commission merely to regulate 
rates and practices of the carriers, or to protect and 
assure to the public reasonable transportation charges? 
By your own admission, the Commission would have to 
consider a raise in wages as germane if urged in justifi- 
cation of a proposed advance in rates. Is it to be as- 
sumed that the Commission would justify any advance 
in rates, provided it was shown that the advance in 
question was to be applied to the payment of higher 
wages? Or would the Commission inquire into the merits 
of the wage scale paid after it had been arranged be- 
tween the carriers and their employes? In the first in- 
stance, it is poor consolation to the shipper and to the 
consuming public, who eventually pays, to know that 
they are paying an unreasonable rate in order to make 
it possible for the carriers to pay an unjustifiably high 
rate of wages to their employes; and, if the second course 
is to be followed, which would necessarily eventually 
have to be the case if the public were to be accorded 
any protection whatever against the joint exploitation of 
the carriers and their employes, why not have the Com- 
mission investigate the facts and give its opinion of the 
proposed changes in wages in advance, a course of action 
which has the obvious advantage of permitting an en- 
lightened public opinion to play upon either parties to 
the dispute who seem ‘disinclined to accept the recom- 
mendation of the Commission, assuming for the moment 
that it is impractical or ill-advised to give the Commission 
mandatory power. 


It is urged that the Commission is now overburdened 
and, if the wage question must be looked into by some- 
one, why, “let George do it.” If the question involved 
were purely academic, this procedure would be eminently 
satisfactory to all but the professors of economics, but 
to the railroad employe who has seen wages in other 
lines advance while his remained stationary such an an- 
swer must seem rather cynical, and, in fact, rather an 
invitation to impress upon the community, by a strike, 
if necessary, the seriousness of his demands. It is 
searcely less satisfactory to the public, who sees the 
probability that the level of transportation charges will 
be unreasonably raised by tacit collusion between the 
carriers and their employes, with the formal approval 
of a “fait accompli” by the Commission, and the public 
to pay the bill forever after. 

If there is a railroad strike it will be won by the side 





that has the weight of public approval behind it. If it 
becomes evident that public opinion is definitely on one 
side or the other, there is small chance that there will 
be a strike. Neither the carriers nor their employes care 
to follow a forlorn hope. The danger is in the develop- 
ment that is now going on; each side bidding for favor, 
and possibly deluding itself into feeling that public sym- 
pathy is with it. Publicity is required, not of the kind 
that both sides are now using, and which every impartial 
observer knows is colored and intensely partisan, but the 
kind of publicity which would result from the keen, search- 
ing, impartial analysis which this question would receive 
at the hands of the Commission. Most important of all, 
the conclusions of the Commission would give public 
opinion something definite around which it could confi- 
dently crystallize. 

There may well be men other than Commissioners in 
this country who, by training and experience, are quali- 
fied to sit and hear this question, but their work would 
be futile, or, at the best, only partially successful. The 
combination of public confidence and the ability and ex- 
perience to comprehend and‘ adjudicate the complicated 
questions involved is possessed only by the Commission. 
It is to them the country looks for leadership in forming 
opinions on this controversy; opinions which must be 
so clearly held that they will form the basis for forcing, 
if necessary, one side or the other to forge its demands. 
That the work involved is large, and might very well 
necessitate some reorganization of the Commission, some 
added assistance is of small consequence compared with 
the alternative of a general railroad strike, or a general 
advance in rates based on an unreasonable advance in 
wages. 

This is a dispute of such proportions, and with such 
potentialities of disaster to the whole country, that it 
demands the attention of the Commission as the only 
body qualified and available to consider it in all of its 
ramifications, and it should receive this attention regard- 
less of the sacrifice of the routine work of the Commission 
that this course of action may demand. 

B. E. HUTCHINSON. 

Grand Crossing, Ill., July 11, 1916. 


ANSWER OF PRESIDENT SMITH 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Admitting that the Interstate Commerce Commission is 
an administrative tribunal, but denying everything else, 
Milton H. Smith, president of the Louisville & Nashville, 
has filed his answer in the Supreme Court of the District 
of Columbia to the rule issued on the petition of the 
Commission citing him to show cause why he should not 
be punished for contempt for his refusal to answer ques- 
tions put to him by Chief Counsel Folk in the investiga- 
tion conducted in obedience to the Lea resolution, Dockets 
Nos. 6319 and 8488. The answers of A. R. Smith, the third 
vice-president, and George W. Jones, also of that company, 








144 





were filed at the same time. The answer, in effect, is that 
the Commission is being used by Senator Lea as a catspaw 
to pull his political chestnuts out of the Tennessee fire. 
It denies the Commission has any authority from the Act 
to regulate commerce to conduct any such inquiry. 

“That act as amended does not attempt to regulate the 
politics or political activities of common carriers, nor the 
subject of their endeavoring to exclude competitors from 
their territories,’ says the answer. “The sole object of 
the major part of the questions propounded by the counsel 
for the Interstate Commerce Commission was to delve 
into questions purely political and to ascertain whether 
or not (Smith) personally, and as president of the 
L. & N., believed that a railroad company had the right 
to engage in political campaigns and to make political 
contributions, and as to whether or not it had been the 
policy of the L. & N. Railroad to engage in political cam- 
paigns and to make contributions of funds to such cam- 
paigns, and as to whether or not the said L. & N. had in 
the past, in fact, engaged in such political campaigns or 
made contributions of funds to the same, and, if so, to 
what extent, and when, and where. All of which matters, 
as respondent (Smith) is advised, are entirely outside the 
jurisdiction of the Commission, and concerning which it 
had no right to demand that this respondent should an- 
swer.” 

Mr. Smith reviews the fight that has been going on 
between the company of which he is president and Sen- 
ator Lea. He says that Lea attacked the railroad company 
in the newspaper owned by him for no reason other than 
that it or certain of its officials had declined to do for him 
what he had requested, “the result of which was that he 
began and continued attacking the L. & N. through the 
editorial columns of his said newspaper, and in the midst 
of said attack introduced into the Senate of the United 
States the resolution under which the Commission is. pro- 
ceeding in part in August, 1913, which he did not bring 
to a vote until November, 1913, at a time when, as re- 
spondent is advised, only fourteen members of the Senate 
were present.” 

This indirect charge of blackmail and passage of a 
resolution while the Senate was not looking is followed 
by a statement that in pursuance to the resolution so 
adopted the Commission made a demand on the railroad 
company for its correspondence. The railroad company 
refused to allow the examiner of the Commission access 
to its letter files, the result being the litigation between 
the Commission and the railroad company, in which the 
former was defeated, the Supreme Court holding the Com- 
mission was not entitled to have scrutiny of that corre- 
spondence. 

The answer, in effect, accuses the Commission of reviv- 
ing the inquiry without knowing the ulterior motives of 
Senator Lea. After telling about the two reports the 
Commission had made to the Senate pursuant to the reso- 
lution, Mr. Smith said: “But no attempt was ever made by 
the said Commission to have any hearing or to examine any 
witnesses pursuant to its order under the Lea resolution 
aforesaid, which order was made on November 10, 1913, 
until more than two years and four months thereafter, and 
not until after said Luke Lea had made a political race 
for re-election to the United States Senate for Tennessee 
in the year 1915, and had been defeated, after which, 
manifestly through his insistence, and presumably without 
any knowledge on the part of the Interstate Commerce 
Commission of his ulterior motives, the said order of in- 
vestigation which had lain dormant for so long a period 
was revived, and an attempt was made by means of the 
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questions which respondents declined to answer to inquire 
into the question of whether or not the L. & N. Railroad 
had been taking a part in politics, and especially in ‘the 
state of Tennessee,’ the first question specific as to time 
and place asked of respondent on this subject of political 
contributions being as to whether or not respondent knew 
of any funds of the L. & N. ‘expended in the state of 
Tennessee for political campaign purposes during the 
year 1915,’ Tennessee being the state, and 1915 the year 
in which said Luke Lea made his unsuccessful political 
campaign for his party’s nomination as a candidate for 
the United States Senate. 

“And respondent submits that the Interstate Commerce 
Commission has no lawful right and no power to com- 
mand him to answer questions on the subject of political 
contributions or other political activities, and that to do 
so is a perversion of the purposes for which the Inter- 
state Commerce Commission was created.” 


Mr. Smith also claims in his answer that it is beyond 
the jurisdiction of the Commission to inquire whether he 
or the railroad company did anything to prevent another 
railroad building into the territory served by it. “These 
are matters wholly outside of the jurisdiction of the Inter- 
state Commerce Commission,” says the answer, “and over 
them it is given no power of investigation or regulation.” 


RAILWAY OPERATIONS 


The first summary of the result of operations on the big 
steam roads of the country, made public by the Commis- 
sion July 7, covering 134 roads, with a mileage of 173,880, 
shows a continuance of the big volume which has char- 
acterized all reports for a year. 

For the country as a whole the operating revenue rose 
from $169,145,000 in May, 1915, to $212,840,000 in May of 
this year. The operating expense rose from $118,386,000. 
The net rose from $50,758,000 to $74,633,000, or from $295 
to $429 per mile of line. 

In the eastern district the operating revenue rose from 
$67,000,000 to $85,267,000, while expenses mounted from 
$46,487,000 to $56,134,000, and the net from $20,513,000 to 
$29,133,000, or from $489 to $687 per mile of road. 

The operating revenue in the southern district increased 
from $27,194,000 to $34,162,000, and expenses climbed from 
$19,258,000 to $21,935,000. The net increased from $7,936,- 
000 to $12,247,000, or from $259 to $389 per mile. 

In the western district the operating revenue went up 
from $74,949,000 to $93,398,000 and the expenses from 
$52,640,000 to $60,138,000. The net climbed from $22,308,000 
to $33,251,000, or from $225 to $332 per mile. 

For the eleven months of the fiscal year ending with 
June 30, the operating revenue for the whole country 
rose from $1,875,213,000 to $2,196,983,000. Expenses rose 
from $1,317,926,000 to $1,423,853,000 and the net from 
$557,287,000 to $773,130,000, or from $3,240 to $4,461 per 
mile. 

In the eastern district the operating revenue rose from, 
$711,001,000 to $858,315,000. The expense rose from $513,- 
897,000 to $564,949,000 and the net from $197,104,000 to 
$293,365,000, or from $4,699 to $6,947 per mile. 

In the southern district the operating revenue rose from 
$300,769,000 to $350,404,000. The operating expense rose 
from $220,571,000 to $231,820,000, and the net from $80,- 
198,000 to $118,584,000, or from $2,580 to $3,786 per mile. 

In the western district the operating revenue climbed 
from $863,442,000 to $988,263,000. Expenses increased from 
$583,457,000 to $627,082,000 and the net from $279,984,000 
to $361,180,000, or from $2,828 to $3,621. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and Other 
Branches of Traffic Work. Contributions Are Welcomed. —THE TRAFFIC WORLD Will Be 


MARKING AND PACKING ADVICE 


I. G. Markey, manager of the Southern Weighing and 
Inspection Bureau, has issued a pamphlet containing the 
marking and packing rules and requirements of Southern 
Classification No. 42, and additional information respect- 
ing packing, of use to all shippers, whether the shipment 
is governed by Southern Classification or not. The sec- 
tions of the Act to regulate commerce providing penalties 
for false billing, false representation, etc., by shippers, are 
appended. Included in the pamphlet are the following 
“advices:” 

Advice No. 3. 
To Shippers: 

Permit me to make a few suggestions to you with re- 
spect to the packing, marking, weighing and describing 
of your shipments of freight, also the preparation of your 
bills of lading, and the manner in which your freight 
should be delivered to the carriers. These suggestions 
are made in good faith, and, if you will kindly lend your 
aid in this direction, I feel confident that not only the 
carriers but your firm, will be pleased with the result. 

If further information is desired on this subject, please 
do not hesitate to call on us. 
1.—Team Delays—How to Prevent. 

It is strongly urged that you send freight to the depot 
early in the day and help us to avoid a congestion of 
teams. Hardships are worked on both shipper and car- 
rier when shippers withhold freight until afternoon rush 
hours. Teams will be less delayed if you have packages 
for the different consignees and destinations separated in 
your wagons before they reach the station. 
2.—Shipping Tickets. 

Write plainly; billing and rate clerks do not always 
examine your freight. The use of typewriters or billing 
machines is strongly urged. Avoid the use of worn or 
poor carbon. Do not write over printing on bills of lading. 
Always arrange your bills of lading so that the shipping 

order portion given to the carriers will be the first or top 
sheet and bear the original record. Invariably compare 
your copies with the originals. It is frequently found 
that duplicate and triplicate do not agree with originals, 
especially when forms carry printed descriptions of ar- 
ticles. 


3.—Marking Freight. 

Avoid the use of stencils when marking sacked com- 
modities where surface is uneven. The use of brush and 
marking pot is far more desirable and is conducive to 
prompt delivery of freight at the destination. Efface or 
remove old consignment marks. All freight must be 
marked in full. Name of state must invariably be shown. 
If there should be two or more towns of the same name 
in the same state be sure to show county. 

When “order notify” shipments are made, the freight 
must be so marked. If old consignment marks or brand 
marks are not removed, they should be preceded by the 
words “From” or “Mfg. by.” 





Pleased to Answer Inquiries Concerning Any Device or Method Mentioned in This Department 


When the destination is an inland point, show railroad 
station on packages and bills of lading. 
4.—Packing Goods for Shipment. 

Pack your goods in strong, safe containers so ship- 
ments may reach your customers in good condition and 
appearance. Be careful to see that lids and pails, tubs, 
kits and firkins are securely and durably fastened as 
required by the classification. The fiberboard, pulpboard 
and strawboard boxes you use in shipping goods must 
measure up to the requirements of the classification. 
These containers should invariably carry the boxmaker’s 
certificate and show on the outside of each box the char- 
acter of goods contained therein. Each box has a weight 
limit; be sure and not allow boxes to exceed their weight 
limit. Do not use second-hand fiberboard containers; they 
have proven to be unsafe. 
5.—Weights. 

Much delay and confusion may be avoided if you will 
insert actual gross weight in your bills of lading. 
6.—Description. : 

Describe freight fully and accurately and under names 
carried in the classification. Don’t use trade names. 
Give complete descriptions. If you should make a shipment 
of one barrel of vinegar, in glass bottles, your merely de- 
scribing it as “one barrel of vinegar” is not proper; de- 
scribe it as “fone barrel of vinegar in glass.” If in bulk, 
so describe it; the ratings are different. 

Complete descriptions and actual weights written in 
your bills of lading will avoid confusion, expense and 
injustice. We suggest this slogan: 

“Pack it right, mark it right, bill it right, and the 
railroads will deliver it right.” 


Advice No. 4. 


To Millers and Shippers of Flour and Mill Products: 

Permit me to make suggestions to you respecting the 
preparation of cars and loading of flour and other mill 
products. My object in making these suggestions is to 
enlist your co-operation to prevent, as far as_ possible, 
damage to shipments of flour and mill products in sacks. 
I am reasonably certain that you will lend your influence 
and assistance to this end, knowing that you desire to 
have shipments reach your customers clean, intact and 
otherwise in good condition. 


First—Cars should be carefully examined for leaky 
roofs, sides, ends and doors. Cars should be thoroughly 
cleaned by sweeping the ceiling, sides and floors, after 
which careful inspection should be made for oil or grease 
on sides or floors, and for strong odors that are liable to 
permeate the flour. Nails or other obstructions in the 
car should be removed; nails pulled or driven in. I sug- 
gest that a straight-edge slat be used to search for nails, 
that is, run the straight edge along the walls and floor 
of cars and if there is a nail there you will find it. 

Second—Cars should be lined with heavy paper on 
floors and sides of cars to height of load; additional floor 
covering of thin glazed paper should be used to allow 








the entire load and paper to slip with motion of car rather 
than the sacks, especially cotton sacks. 

Third—King bolts and other protruding bolts or sharp 
edges which cannot be removed should be covered with 
a pad made of several thicknesses of paper or burlap. 

Fourth—Several thicknesses of paper should be folded 
and tacked inside the car from the top to the bottom of 
the door posts, and brought around the door posts and 
again tacked, so that the folds will lie up close to the 
door when closed, to keep rain from beating into the 
cracks around the door. In the same manner across the 
top, when the top of the door does not fit snug to the 
car, using care to fold and tack in corner, so closing the 
door will not tear the paper away. This should make un- 
necessary the weatherstripping of doors on the outside. 

Fifth—Sacked flour should be covered with a layer of 
paper to keep the sacks clean. 

Sixth—Care. should be taken to draw the load in at 
least twelve inches from the door line, commencing one 
foot back of the door post, sacks to tie each other and 
be placed carefully in even rows, or be pyramided, so 
as not to tilt and slide toward the door. , 

We believe that stowing the ordinary load in this man- 
ner will prevent damage by rain or dirt beating in through 
eracks at door. 

Seventh—Great care should be used to see that only 
good equipment is loaded with sacked flour. 

Eighth—Mixed carloads. of barrel flour, sacked flour and 
feed should be loaded by placing the sacked flour in 
the ends of the car and the barrels or sacked feed in 
the doorway. Bulkheads should be used between the 
barrels and sacks of flour. In straight cars of barrels and 
half barrels one or two boards should be nailed across 
the door so as to keep the barrels from working over 
and bulging the doors. 

Ninth—Considerable expense in :abor and material could 
be saved in not papering and padding the sharp edges 
of the car frame timbers if loaders are instructed to draw 
in or pyramid the load above the grain lining of the car. 
This would help to eliminate the damage due to cotton 
sacks being torn through constant friction against the 
sharp edges of timbers. 

Tenth—In closing the doors care should be taken to see 
that they are shut tight; cleats should be nailed back 
of the door and weages used between the shoe and the 
door to force same tight against the car. See that seals 
are properly applied. 

I sincerely hope that you will accept these suggestions 
in the same spirit of friendly interest in which they are 
offered. 


If I can be of further service to you, kindly let me know. 


MOTOR TRUCKS FOR ARMY 


The Packard Motor Car Company has received an order 
from the War Department for 198 additional chainless 
motor trucks for service with the army on the Mexican 
border. This order brings the total of this make of truck 
purchased by the government since March 20 to 716, 
representing an investment of more than $2,000,000. 

With this call for additional motor equipment, the War 
Department has, for the first time, invoked the aid of 
the new army bill, which became a law June 3, 1916. This 
statute provides that in an emergency such as the present 
one, manufacturers must give precedence over all their 
other work to army orders. The Packard company has 
prepared special stickers calling attention to the new law, 
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and these will be attached to every piece of correspond- 
ence, material requisition and memorandum having to do 
with the production of the 198 specially equipped trucks. 

The truck division of the Packard plant is being oper- 
ated twenty-four hours daily and shipments of truck trains, 
consisting of thirty-three vehicles each, are going forward 
as rapidly as possible. 

Officials of the company report that outside cities are 
beginning to produce volunteers for the companies of 
drivers and mechanics to operate and care for the trucks 
in the army service. The Chicago branch furnished 
twenty-five men for duty at the border. Within two days, 
recently, 106 drivers and mechanics were started south- 
ward in Pullman cars, provided by the government, at- 
tached to special trains carrying trucks. 


TO STUDY TERMINAL PROBLEMS 


(Wall Street Journal.) 

To study intensively the problem of developing terminal 
facilities that will bring the greatest economies in freight 
handling is the purpose of the American International 
Terminals Company, which has just been organized under 
the laws of Delaware by the American International Cor- 
poration, National City Company and Stone & Webster. 

It is planned to develop an organization that will be able 
to tackle terminal problems in any part of the world, but 
the attention of the new company will be centered at first 
on the port of New York, where the need of adequate ter- 
minals is most keenly felt. The different plans which have 
been put forward from time to time to provide New York 
with terminals will be studied, steamship, railroad and 
other interests concerned consulted, and it is hoped to 
work out a plan which will be agreeable not only to any 
cne of these interests, or even to the municipal authorities, 
but one that will be national, even international, in its 
scope. 

The American International Terminals Company has a 
capital of $100,000, divided equally between the three com- 
panies organizing it. This, it is felt, will be sufficient for 
its immediate needs which contemplate only the study of 
the terminal problem and not the building of terminals. 
Its directors are: George J. Baldwin, William S. Kies and 
Richard P. Tinsley of the American International Cor- 
poration; James H. Perkins and Edward P. Currier of the 
National City Bank; Charles E, Mitchell, National City 
Company, and Edwin S. Webster, Henry R. Hayes and 
Oscar E. Stevens of Stone & Webster. Will H. Lyford, who 
has given his time during the past ten years to the prob- 
lem of terminals, has been retained as consulting expert. 

Emphasizing the need of terminal facilities in New 
York, Mr. Lyford says that it had been proved by investi- 
gation that terminal costs in many instances were higher 
than all other transportation costs combined. A merchant 
in New York pays more to get his freight to and from the 
railroad piers than he pays the road to transport it to 
almost any point in the country. In the case of shipments 
from Pittsburgh to Milwaukee it had been shown that ter- 
minal costs were often more than the roads received for 
the shipment, transportation being actually handled at a 
loss. 

The need for terminals, he pointed out, has been studied 
by roads and steamship companies, but their efforts have 
not been co-ordinated. The high cost of land around ter- 
minals, and congestion, had made it impossible for each 
road to expand its terminals to meet its needs in time of 
stress. Within the past six months, it was calculated, 
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80,000 cars of freight stood upon and blocked tracks 
near New York because of lack of bottoms and terminal 
facilities. Similar conditions had been witnessed in other 
large centers. The problem had been solved largely in 
Chicago by co-ordination. 

Statistics of New York trade prove it to be the most 
important- port in the world. In the fiscal year 1913 its 
exports and imports exceeded $2,000,000,000, with London 
and Hamburg approximating $1,900,000,000. New York 
handles 47 per cent of the country’s foreign trade, its trade 
in the last fiscal year reported, to June 30, 1915, being 
$2,124,000,000, or nearly ten times that of Galveston, which 
came second with $240,000,000. Regular schedules to the 
port are maintained by eighty-three ocean lines. 

New York’s coastal and river trade exceeds her foreign, 
it being estimated that 58,000,000 tons of domestic freignt 
of a value of $4,000,000,000 is carried on the Hudson River 
alone in a year, with 46,000,000 tons on the East River and 
30,000,000 tons on Arthur Kill. As a railroad center New 
York is second only to Chicago, roads with a mileage of 
39,191 miles having their principal terminals here. 


New York has more water than London, Hamburg and 
Liverpool combined. 

The city produces one-tenth of the manufacturing out 
put of the United States and more than any single state 
except Pennsylvania. 


LUMBER HEARING IN CHICAGO 


The Interstate Commerce Commission began, July 10, in 
Chicago, the hearing in its inquiry into the matter of 
rates on and classification of lumber and lumber products. 
The inquiry is under Docket No. 8131. The hearing is 
being conducted by Caairman Meyer of the Commission, 
with the assistance of Examiner-Attorney Edward W. 
Hines and Examiner Fred Esch. It was thought before 
the hearing opened that it would occupy the rest of the 
month—about three weeks—but as it proceeded the opin- 
ion was expressed that it would be completed in about 
two weeks. The hearings are being held at the Auditorium 
Hotel and are attended by about two hundred persons, 
including lumbermen from all over the country, railroad 
attorneys and traffic men, and representatives of commer- 
cial organizations generally interested. 


The inquiry involves primarily the rate relationship of 
articles generally included in lumber lists and the ques- 
tion of uniformity in rules, regulations and tariff provi- 
sions affecting rates on such articles. The measure of 
the rates themselves is not involved and testimony was 
therefore not invited with regard to the reasonableness 
of present rates or the adequacy of the revenues now 
derived from the transportation of lumber and its products. 


The Commission, whose attention had been called by 
concrete cases before it to what-looked like inconsisten- 
cies and lack of uniformity in lumber rates and classifi- 
cation, started this inquiry with a view to arriving at 
some better adjustment. It submitted interrogatories to 
lumbermen all over the country, and these questions and 
the answers have been digested in book form by Examiner 
Esch, the volume containing over 300 pages. With this 
book the Commission also submitted in evidence the 
rate study made by Mr. Esch in connection with this 
proceeding. At the hearing the shippers and carriers 
were asked to answer certain other questions suggested 
by the Commission, but it was left to them as to just 
how the information should be brought out—a different 
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method from that usually employed in an inquiry insti- 
tuted by the Commission. 

A mass of answers and statements in reply to these 
questions has been submitted to the Commission and it 
will require careful analysis to arrive at definite conclu- 
sions from them. It might be said, without being very 
far from the truth, perhaps, that no two persons agreed 
on every phase of the situation, and every man had his 
individual ideas as to what, if anything, should be done. 
It was remarked by several experienced men among those 
in attendance that the Commission had started something 
it would have difficulty in finishing, for, now that it has 
instituted an inquiry, it must make a report. 


Though there is no “fight” or disagreement in the sense 
that there generally is one when shippers and carriers 
appear before the Commission, and no definite issues 
to be fought out, some things may be stated with a rea- 
sonable degree of accuracy. One of these is that both 
carriers and lumbermen, generally speaking, are satisfied 
with present conditions. At least they are not seeking 
a change. This was the situation in regard to the lum- 
bermen, as stated by President Downman, of their na- 
tional association, and other representatives, and it was 
the position of the carriers present, as stated by Charles 
Donnelly, of the Northern Pacific. The lumbermen, 
through their attorneys, had stated their position and the 
attorneys for the carriers, after submitting to a little 
badgering, because they were not also prepared to state 
their views, asked for more time to make their position 
Known. Chairman Meyer made some suggestions as to 
their talking the matter over and agreeing on a state- 
ment as soon as possible, but before the first half-day 
session closed, Mr. Donnelly said for the carriers present 
that the statement as made by Joseph N. Teal, attorney 
for the West Coast Lumbermen’s Association, Eastern 
Oregon Lumber Producers’ Association, Western Pine 
Manufacturers’ Association, California White and Sugar 
Pine Association and California Redwood Association, 
would be adopted as their own. This statement was as 
follows: 


The lumber list, as applying from the Pacific coast on 
transcontinental shipments as at present existing, with some 
few exceptions, is substantially satisfactory. Should any 
changes be found desirable, our position is that the list should 
be amplified and enlarged rather than curtailed. 

Our position is that the lumber list should include such 
products of the log (and essential appurtenances of the product) 
produced by the saw mills, planing mills and accessory manu- 
facturing plants as will permit the freest movement of lumber 
and lumber products in straight or mixed carloads at a fair 
minimum weight, based on commercial necessities. 

There should be included in any lumber list such manu- 
factured by-products as can be secured from waste which is 
otherwise unsalable, since where the rate permits and en- 
courages the further manufacture and the most advantageous 
distribution of these by-products, the results are a closer 
utilization of the tree, an increased footage from the log, more 
employment for labor, greater tonnage for the carrier and lower 
cost to the consumer, 

Mixed carloads are essential to wide distribution at the low- 
est price. This enables the small dealer as well as the larger 
to do business. If the carrier receives a fair revenue for the 
service performed and the consumer secures the benefits of 
the most economical manufacture and distribution, it would 
seem further classification is not desirable and would cause an 
undue and unnecessary burden on the industry and on the 
consuming public. Broadly speaking, the articles now included 
in the lumber list are not the products of lumber, but are the 
products of the log, which, although subjected to further manu- 
facturing processes other than sawing and surfacing, are still 
lumber and fall within that category. 

While a uniform classification of universal application 
throughout the country of lumber and its products theoretically 
might be possible, we do not believe, under the varying condi- 
tions under which the traffic moves and the product is handled, 
it is either desirable or practicable from the viewpoint of 
the producer, carrier, dealer or consumer. We do, however, 
believe the classification can and should be uniform from all 
lumber producing sections to all common consuming markets. 

Our position is that the lumber list should be as liberal as 
may be consistent with sound economic principles and as 
nearly universal as conditions will permit. 


It may be said also, generally speaking, that interests 
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such as manufacturers of sash and doors, desire the lum- 
ber lists enlarged to admit their products. 


There is also apparently a definite difference as to 
rough and dressed lumber. Now the two take the same 
rate. Lumbermen generally seem to be opposed to the 
proposition that dressed lumber should take a higher rate, 
or, to put the matter the other way, that rough lumber 
should take a lower rate. In some cases this may be 
merely because of fear that if such a change is maae 
the sum total of freight charges will be greater, and 
in other cases there are definite theories as to classifica- 
tion with more or less logical and forceful explanations. 
The kind of questions asked by some of the carriers on 
cross-examination seemed to indicate that at least some 
of them favored separating rough and dressed lumber. 

But the hearing is an open forum, with every man 
telling what he thinks about every point involved and 
every witness or questioner, of course, more or less in- 
fluenced by his own personal interests. The shippers 
were heard first and will be followed by the carriers. 
After that the Commission will have a huge task in classi- 
fying the testimony. Perhaps the phrase, “Let well 
enough alone,” would best express the preponderating 
sentiment at the hearing. 





RATES TO JERSEY SHORE POINTS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

In a complaint prepared by George L. Record and Frank 
H. Sommer, filed July 10, the New Jersey Board of Com- 
merce and Navigation and the cities of Newark, Jersey 
City, Hoboken and Elizabeth squarely challenge the reason- 
ableness of rates to Jersey Shore points which, as set forth 
in the complaints, are the same as to New York City. The 
New Jersey interests demand that rates to the Jersey 
Shore points be reduced by the amounts which the carriers 
charged themselves for the service of floating cars to New 
York in the case of carload traffic or lightering less than 
carload traffic, as the case may be. 

In hauling to the Jersey Shore points, the complaint 
says, the carriers save themselves the cost of floating or 
lightering traffic to New York, wherefore they charge that 
rates to the Jersey Short points must be unreasonable be- 
cause the expense of getting traffic from them to New York 
is not incurred. As evidence that this saving of expense 
is recognized by the carriers, the complaint says the roads 
in their tariffs provide a separate charge for the floatage, 
lighterage and other extra terminal service on New York 
and Brooklyn traffic. 


Messrs. Record and Sommer set forth the further fact 
that before prorating with their connections the carriers 
having terminals in New York deduct from the whole 
charge the charges they make for floatage and lighterage 
when such services are paid for separate and distinct 
from the rates to the Jersey Shore points. 

On traffic originating west of the western termini of 
the trunk lines the delivering carriers deduct 4% cents 
per 100 lbs., except on grain. The deduction from grain 
is 3 cents per 100 lbs. On traffic originating east of the 
western termini, the deduction before prorating is 3 cents 
per 100 lbs. 

“This allowance,” says the complaint, “which repre- 
sents terminal service and cost of transporting the freight 
by water between the railroad terminals on either side 
of the Hudson River, equals approximately 60 cents per 
ton per mile, whereas the revenue accruing on the rail 
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portion on the line west of the Hudson River on the 
same traffic is on an average less than 1 cent per ton per 
mile.” 

In addition to demanding rates lower than those to New 
York the Jersey interests demand reciprocal switching 
arrangements between the railroads having their terminals 
at Jersey City, Hoboken and Weehawken; that the Jer- 
sey Junction Railroad Conipany, the Jersey Junction & 
National Docks Connecting Railway Company and the 
National Docks Railway Company be required to perform 
such switching service for the railroads having terminals 
at the places mentioned, and that the Delaware, Lacka- 
wanna & Western be required to make a physical connec- 
tion with the New Jersey Junction Railway; that the 
Pennsylvania Railroad Company be required to make a 
physical connection at the Greenville Terminal with the 
Lehigh Valley and that the Lehigh Valley be compelled 
to switch from the Pennsylvania Railroad to the New 
Jersey Junction Railway at uniform and reasonable switch- 
ing rates and vice versa; that at Paterson, N. J., the Erie 
and Delaware, Lackawanna & Western be required to in- 
terchange freight; that all freight originating at and de- 
livered to the defendant railroads at Jersey City, Hoboken 
or Weehawken be required to be given the same handling 
and dispatch as New York tonnage; and that all freight 
consigned to New Jersey towns be allowed the same period 
of free storage as New York and Brooklyn. 


RAILWAY MAIL PAY 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The House and Senate conferees are deadlocked, tem- 
porarily at least, over the railway mail pay provision in- 
serted in the bill by the senators. No one knows how 
long it will last. The postoffice bill must be passed some 
time before Congress adjourns. The provisions of the 
last bill have been extended to the end of this month 
and could be extended for another month. The law- 
makers, however, are becoming a bit sensitive over the 
criticisms as to their inability to pass the ordinary supply 
bills in the ordinary amount of time—which in a year 
of the long session is seven months. Every time for 
the last two or three years they have had to adopt make- 
shifts, because they have been inattentive to business, 
their critics allege. = 

A permanent deadlock would leave matters as_ they 
stand, with the postmaster-general asserting that he is 
being robbed by the railroads and with the railroads 
declaring with equal heat that Mr. Burleson is compelling 
them to perform services without giving them adequate 
compensation. 

If the House conferees accede to the Senate proposi- 
tion, the question as to pay will be decided by the Inter- 
state Commerce Commission. 

CHANGES IN DOCKET. 

Hearing in I. & S. Docket No. 815, Omaha-Kansas 
Rates, assigned for July 10 at Omaha, Neb., before Ex- 
aminer Pugh, was postponed to a date to be hereafter 
fixed. 

Hearing in Fourth Section Application No. 10338 of L. & 
N. R. R. and Lexington & Eastern Ry. for authority to 
establish rates on bituminous coal from mines in Ken- 
tucky, Tennessee and Virginia to Maysville, Ky., lower 
than rates contemporaneously in effect on like traffic to 
intermediate points, assigned for July 10, at Cincinnati, 
O., before Examiner Pitt, was canceled. 
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| Personal Notes 


L. Bryan, traffic manager of the Little Rock, Maumelle 
& Western Railroad Company, has been successively 
school teacher, locomo- 
tive fireman, yard 
clerk, loading and re- 
ceiving clerk, car rec- 
ord clerk, abstract 
clerk, bill clerk, station 
accounting and claim 
clerk for the C., B. & 
Q., Iowa Central, C. P. 
& St. L., Michigan 
Central, T. St. L. & W., 
Southern, Missouri Pa- 
eific, M. KK. & T. and 
Cotton Belt railways. 
From 1904 to Dec. 31, 
1914, he was head of 





the railroad  depart- 
ment of the Yellow 
Pine . Manufacturers’ 


Association, which dis- 
banded on the latter date. Since then he has been 
traffic manager for the Consolidated Saw Mills Company 
of St. Louis, the Bryceland Lumber Company of Bryce- 
land, La., and other lumber companies. He was appointed 
to his present position March 1, 1916. 


Through changes recently announced in a Baltimore & 
Ohio readjustment, Arthur W. Thompson, third vice-presi- 
dent and chief operat- 
ing official, is promoted 
to vice-president, in 


charge of all traffic 
and the new depart- 
ment of commercial 


development, including 
extension and expan- 
sion of the road. Bar- 
ring a brief period, Mr. 
Thompson’s entire 
work life has been 
spent on the Baltimore 
& Ohio. While yet at 
college he served as an 
apprentice in the shops 
of the Erie Railroad at 
Meadville, Pa., and also 
as rodman on the Bes- 
semer & Lake Erie. 
The day of his graduation, June 26, 1897, he went to Pitts- 
burgh and got a job as draftsman at $40 a month. In 1898 
he entered the engineering department of the Pittsburgh & 
Lake Erie, and in August, 1899, joined the Baltimore & Ohio 
as rodman in the maintenance of way department. He has 
been with that company ever since. Promotions came 
in rapid Succession. In the first seven years he received 
seven promotions, ranging from assistant division engineer 
to full division superintendent. Following the building of 
five miles of track at Martinsburg in record time, for ex- 
ample, he was promoted to division engineer at Pittsburgh, 
where new construction involving nearly $500,000 was 
projected. Here are the steps of his rise: 1899, chief 
of a party on surveys; 1900, assistant engineer, Pittsburgh 
division; 1901, assistant division engineer, Cumberland; 
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1902, division engineer, Pittsburgh; 1903, superintendent, 
Cumberland; 1904, division superintendent, Wheeling; 
1907, chief engineer maintenance of way; April, 1910, chief 
engineer of the system; December, 1910, general manager; 
1912 to 1916, third vice-president and chief operating offi- 
cial. He is only 41 years old. 

G. H. Hamilton has been appointed assistant general 
freight agent of the Missouri Pacific-St. Louis, Iron Moun- 
tain & Southern, with headquarters at St. Louis, Mo. 

E. T. Willcox, assistant general freight agent of the 
Seaboard Air Line at Birmingham, Ala., has been ap- 
pointed general freight agent, with office at Norfolk, Va. 

Roberto A. Nanne has been appointed general freight, 
express and passenger agent of the International Railways 
of Central America, with headquarters at Guatemala City, 
C. A. 

William H. Cronin is appointed traveling freight agent 
of the Buffalo, Rochester & Pittsburgh Railway Company, 
with office at Cincinnati, O., reporting to the general 
freight agent. 

W. H. Gardner is appointed assistant general live stock 
agent of the Gulf, Colorado & Santa Fe Railway Company, 
vice K. D. McKenzie, resigned. W. R. Wells is appointed 
live stock agent. 

J. s. Brittain, soliciting freight agent at San Francisco 
of the Queen & Crescent, has been appointed commercial 
agent, with headquarters at Los Angeles, Cal. W. H. 
Saunders is appoinvied traveling freight agent, with head- 
quarters at Cincinnati. 

The transportation bureau of the Seattle Chamber of 
Commerce announces that, owing to continued illness, 
W. A. Mears has resigned as manager of the bureau, and 
that S. J. Wettrick, who has been the attorney for the 
bureau for five years, has assumed its management, with 
the title of attorney and manager. 


L. E. Omer, traveling freight agent of the Oregon-Wash- 
ington Railroad & Navigation Company, with office at 
Spokane, Wash., has been transferred to Calgary, Alta. 
P. J. Nixdorff, agent at Pullman, Wash., will suceeed Mr. 
Omer in Spokane. H. E. West has been appointed trav- 
eling freight and passenger agent at Walla Walla, Wash., 
and H. A. Bard becomes agent at Pullman, to succeed 
Mr. Nixdorf. 

E. W. Long, commercial agent of the Seaboard Air Line 
Railway at Greenville, S. C., has been appointed commer- 
cial agent at Charlotte, N. C., vice E. J. Parrish, promoted; 
T. R. Thompson, commercial agent at Kansas City, Mo., 
succeeds Mr. Long; W. H. Miller, contracting freight agent 
at St. Louis, Mo., succeeds Mr. Thompson, and A. J. Cam- 
mann has been appointed contracting freight agent at St. 
Louis, vice Mr. Miller. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville will take an 
afternoon and moonlight trip to Fern Grove, Tuesday, 
July 18, on the steamer “Queen City.” 





The Traffic Club of Chicago attended the baseball game 
between the Chicago and Philadelphia National League 
teams July 12 and afterward had supper and spent the 
evening at Bismarck Garden. 





The Traffic Club of Kansas City chartered the steamer 
“Chester” for a moonlight ride on the Missouri River, Fri- 
day evening, June 30. Dancing and other forms of en- 
tertainment, including a special musical program, were 














enjoyed by the 500 members and their families and friends 
who participated. The third annual outing of the club has 
been set for August 24. 





At a meeting o. the board of governors of the Traffic 
Club of Pittsburgh, July 10, J. J. Monks, G. A., New York 
Central Lines, was elected a member of the board, suc- 
ceeding J. M. Breen, who has removed from this city. 





The Traffic Club of Jacksonville, at its meeting July 
1, adopted resolutions urging arbitration as the solution 
of the present railway wage controversy. 





The Traffic Club of New York will have its annual out- 


ing at the country house of the Crescent Athletic Club,” 


foot of 86th street, Bay Ridge, Brooklyn, on the afternoon 
and evening of Tuesday, July 18. The steamer “Putnam” 
has been chartered for the occasion. 


LATE DECISIONS 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

The Commission has decided, in the formal complaint 
of the Portland Chamber of Commerce against the Chi- 
cago, Milwaukee & St. Paul and others, that there is 
nothing unreasonable about the baggage rule imposing an 
extra charge on any piece of baggage, any dimension of 
which exceeds forty-five inches. The complaint was lodged 
on behalf of the broom manufacturers at Portland. It 
was alleged that the forty-five-inch rule subjects them to 
an unjust discrimination, because it requires them to pay 
excess baggage charges on their sample broom cases, 
which are fifty-nine inches in length. Ever since the 
forty-five-inch rule went in effect, June 1, 1913, the manu- 
facturers have been compelled to pay charges on seventy 
pounds of excess baggage on each sample case. One wit- 
ness testified the rule caused him a loss of approximately 
$200 a year. The broom manufacturers desired their 
samples to be put in a class with sample whips, as to 
which no excess is charged unless they are more than 
ninety inches long. The railroads resisted this complaint 
with great vigor on the ground that if this exception 
were allowed it would be an entering wedge for the 
exception of sample cases of other articles, such as hoes, 
forks, crosscut saws, ladders, and so forth. 

Increased storage charges on domestic and export 
freight held at New York harbor points will go up on 
August'15. The Commission, in a report written by Com- 
missioner Harlan, has held the carriers to have justified 
the advances proposed in tariffs suspended in I. and S. 
No. 794. 

This is the third time in the last few months that the 
Commission has formally considered changes proposed by 
the carriers in respect to their storage charges on such 
traffic held on piers or in warehouses controlled by them 
in New York. The advances are a part of the general 
scheme proposed by the carriers to break up and prevent 
congestion at that port. The tariffs were suspended on 
the protests of shippers and receivers of flour. They said 
the carriers by policies continued for many years encour- 
aged the storage of flour in their warehouses rather than 
in public storage places. As a result, they claim, there 


has been no such development of private warehouses as 
would have been the fact but for the policies which the 
carriers are now changing, at the expense of the shippers 
and receivers. 
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These considerations, however, said Mr. Harlan, “bear 
lightly upon the main issue, which stands out clearly as 
one of the law, involving the respondents’ rights, as com- 
mon carriers, to require the removal of freight from their 
premises within a reasonable time after it has been 
offered for delivery. ‘These warehouses and piers are 
furnished by the carriers as an incident to their trans- 
portation service, and when the respondents have offered 
the shippers a reasonable storage period at reasonable 
charges, they have satisfied all the requirements of the 
law. The flour dealers at New York, however, wish ac- 
commodations in excess of a reasonable period, and be- 
yond that which is incident to the transportation service, 
in order to meet the commercial necessities of their trade 
in flour.” 

The advances will all be on flour or other commodities 
held in storage for more than thirty days. No change 
is to be made for periods less than that. For the first 
five days the storage will be free. For each of six more 
five-day periods a charge of one-half a cent a hundred 
pounds is to be made. For the next six five-day periods 
the charge is to be one cent a hundred pounds, and for 
the third period of six five-day periods, the charge is to 
be two cents a hundred pounds, so that at the end of 
65 days the charge will be three cents a hundred pounds 
for each day the flour is held in storage. That is re- 
garded as an absolutely prohibitory rate, which will free 
the pier warehouoses long before its arrival. 





It is no violation of that part of the fourth section 
which forbids the raising of water-reduced railroad rates 
after the disappearance of water competition, for the rail- 
roads carrying export grain and products from Missouri 
River points to Norfolk and Newport News to withdraw, 
during the season of closed navigation on the Great Lakes, 
the lower all-rail proportional rates that apply while the 
lakes are in use. That is the decision of the Commission 
in I. and S. No. 782, written by Commissioner McChord. 

The case on which this decision was announced arose 
when the Alton and the Santa Fe undertook to withdraw 
the lower rates on January 26. The lower rates via other 
lines were withdrawn when the season of navigation closed. 
No explanation was made as to why the Alton and Santa 
Fe were so slow. 

Upon the protest of the Kansas City Millers’ Club the 
schedules of the Alton and Santa Fe were suspended so 
the effect was to maintain a rate from Missouri River 
points to the Virginia ports throughout the winter and 
early spring 2.8 cents above the export rate from Kansas 
City via New Orleans, instead of 5.6 cents higher as con- 
templated by the decision in the Five Per Cent Case, and 
2.8 cents over Baltimore, with which the rate was in- 
tended to be equal. 

The applicability of that part of the fourth section to 
the situation created by the proposed withdrawal was ais- 
cussed in the report as a minor matter. Mr. McChord 
said the combination rates which would have become ef- 
fective had the withdrawal been allowed had been in 
effect for some time. Moreover, he added, “There are 
changed conditions which satisfy the requirements of the 
fourth section, for the severance of the lake lines from the 
ownership and control of the rail carriers has left the 
question of lake-and-rail and rail-lake-and-rail rates for 
the present season in some uncertainty. The action of 
the other Missouri River carriers in restoring the same 
proportional rates that have been in effect for several 
(lake) seasons past implies a purpose to maintain, at 
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least for the present, the basis of rates heretofore in 
effect.” 


The report cites facts tending to show that while there 
is no lake-and-rail competition between Missouri River 
and the Virginia ports, the making of low rail-lake-and- 
rail rates during the season of navigation from Missouri 
River to Baltimore and other Atlantic ports is the fact 
that constrained the Missouri River lines to make like 
rates to the Virginia ports. Inasmuch as the closing of 
navigation on the Great Lakes during the winter has been 
held in another case not to bring into efiect that portion 
of the fourth section forbidding increases when water 
competition has disappeared, the Commission could see 
no reason why the carriers should not be permitted to 
follow the usual course with regard to rates from Kansas 
City to the Virginia ports. 


RECORDS TO BE PRESERVED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Until further orders from the Commission, the New 
York Central, the Big Four, the Michigan Central, the 
Lake Erie & Western, the Saline Valley, the Lake Shore 
& Michigan Southern, and the Chicago, Indiana & South- 
ern have been forbidden to destroy any of their accounts or 
records pertaining to the purchase, sale, lease and operation 
of coal lands and coal mines in Illinois. The Commission, 
by means of an order issued on July 12, but dated July 7, 
has suspended the rules regulating the destruction of pa- 
pers and records required by section 20 of the Act to 
regulate commerce to be kept by all railroads. 


Under date of June 1, 1914, the Commission prescribed 
rules to govern the destruction of such accounts and 
records. By means of the order dated July 7, issued 
July 12, the rules therein prescribed are indefinitely sus- 
pended in so far as the roads mentioned are concerned. 
The suspension runs as to all trustees, receivers, agents 
and employes of the companies mentioned, 


The suspension was made.on account of the fact that 
some of the papers and accounts are likely to become 
material evidence in the criminal prosecutions now pend- 
ing in the courts on account of the mining ventures under- 
taken by the railroads mentioned, or by. officers thereof. 
The documents that are not to be destroyed are enumer- 
ated in the following manner: 


First. All accounts, records and memoranda relating to the 
purchase, sale, lease and operation of coal lands and coal 
mines in the state of Illinois in which the above-named car- 
riers, or any of them, are or have been interested in any way, 
directly or indirectly. 


Second. All accounts, records and memoranda relating to the 
purchase, sale, lease, construction, maintenance or removal of 
any railroad tracks or Other railroad properties or facilities 
in or upon said coal lands or coal mines in the state of Illinois. 

Third. All accounts, records and memoranda relating in any 
manner to the transportation of coal from any mine or mines 
in the state of Illinois irrespective of whether said coal was for 
commercial use or for use as railway fuel. 


Fourth. All accounts, records and memoranda relating to 
the purchase by the carriers herein named of coal mined in 
the state of Illinois, for use as railway fuel. 


Fifth. All accounts, records and memoranda relating to 
loans, extensions of credits, advances of funds, or any other 
financial transactions between any of the above-named rail- 
hoad companies and the O’Gara Coal Co., the Wasson Coal Co., 
the Big Creek Colliery Co., the Saline County Coal Co., or the 
Eldorado Coal and Mining Co., or any other person, natural or 
artificial, engaged in the production, shipping or sale of coal 
mined in the state of Illinois. 


Sixth. All other accounts, records and memoranda relating 
directly or indirectly to coal lands and coal mines in Illinois, 
to the relationships of the carriers herein named with all per- 
sons, natural and artificial, owning, leasing or operating mines 
in Illinois, and to the production, purchase, sale, shipping or 
transportation of coal mined in Illinois. 
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Here is a savings estimate based 
on the difference between ship- 
ping 30,000 pounds freight in car- 
lots and in less than carlots from 
Chicago to divers Eastern dis- 
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tribution points. 









This difference the L. C. L. shipper 
can pocket by using Hoboken Shore 
‘Road Eastern Distribution Service. 


Assuming starting point to be Chicago, 
terminal points Eastern Pennsylvania, 
New York State, Vermont, Maine or 
Massachusetts, and the article to be 
in the Third Class, 30,000 pounds in 
less than carlots, at 52%4 cents per 
hundred, will bring the total freight 


In carlots, however, this article would 
probably drop to Fifth Class, and by 
shipping “Via Hoboken Shore Road,” 
for Eastern Distribution, the cost 
would be thus: on 30,000 pounds at 
311%4 cents per hundred to New York 
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$157.50 





36.00 





$130.50 





How Many Hundreds of Dollars 
A Year At This Rate Could The 
Hoboken Shore Road Eastern 
Distribution Service Save You? 


THIS SERVICE FREE TO SHIPPERS 


HOBOKEN SHORE ROAD 


Foot of Fifth Street 





Hoboken, N. J. 
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ACTION ON COMPLAINTS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Every now and then somebody rises up to remark that 
it takes eighteen months or two years for a shipper to get 
action on his complaint. 


Observations of that kind seldom come from the lawyers 
who have cases before the Commission, even when they 
have lost and are entitled to retire to the corner grocery 
and “cuss the court.” In that respect the men practicing 
before the Commission differ from their brethren who con- 
fine their practice to the courts. Serious criticisms tend- 
ing to show that courts procrastinate and unconscionably 
delay litigation come from the most eminent lawyers, not- 
ably from William Howard Taft, former president of the 
United States, and from Judge Wanamaker of the Supreme 
Court of Ohio. Inasmuch as the former was a judge for 
many years before he became president, and inasmuch as 
Judge Wanamaker is now on the bench, the layman is in- 
clined to take the charge against the courts as_ well 
founded. 

Chief Justice White and his associates, in an indirect 
way, have endorsed the criticisms of Messrs. Taft and 
Wanamaker. Perhaps it would be more accurate to say 
that Messrs. Taft and Wanamaker merely followed the 
lead of the chief justice and his associates, because it is a 
fact that a considerable time ahead of their criticisms the 
chief justice and his associates took steps to clear their 
docket and keep it abreast of the current year by adopt- 
ing rules for the summary disposal of dilatory attorneys. 
The result of their steps is that the Supreme Court is now 
only a year behind; that is to say, when it adjourned last 
month the number of cases on its docket was large enough 
to occupy the time of the justices for a whole year, if not 
another case were filed. But they were not responsible for 
that. The number of cases argued and submitted to them 
but left undecided at the time of their adjournment was ex- 
ceedingly small. Litigants and their lawyers were re- 
sponsible. 

It is safe, when figuring on a case that has reached the 
Supreme Court, to assume that two years will elapse be- 
tween the time the first papers are filed in that tribunal 
and the day on which the opinion will be rendered. But 
many cases are disposed of in less time than that. Stoutly 
contested ones, however, are usually that long in process 
of solution. 


No one who knows anything about the prodigious tasks 
performed by justices of the Supreme Court, it is believed, 
ever seriously asserts that they “loaf on their jobs.” Each 
of them works at a speed much greater than the average 
man of less than middle age can attain. Two years, 
therefore, is usually taken as a reasonable time for the 
disposal of a case that involves questions that are so close 
that equally able men will give them weeks and months 
of thought. 

Herewith are given the chronological facts in respect 
to decisions handed down by the Interstate Commerce 
Commission, and published in the Traffic World in the 
issues of June 24, July 1 and July 8. All are contested 
cases in which the attorneys demanded and took the time 
allowed them by the rules for the filing of briefs. No man, 
except by an intimate study of the record in each case, can 
say which side caused delays in hearings, if there were 
any. The commissioners themselves could not, except after 
such intimate study, place blame on either side for delays. 
It is therefore believed fair to say that slowness in making 
up the record, the taking of testimony and the filing of 
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briefs is attributable, not to the Commission, but largely 
to the parties themselves. 

But after the arguments have been made, the burden of 
showing (if there were any such requirement) that the 
blame for delay should not be placed upon the Commission, 
rests with the commissioners. But even then, a most 
intimate study of all the facts, it is believed, would be 
needed to enable anyone to say there had been censurable 
delay. Here are the most important cases decided in the 
three weeks’ period, together with the filing time, the date 
ef submission and date of decision: 


7203. American Woods Corporation vs. Southern et al. Filed 
Aug. 24, 1914: submitted Jan. 7, 1916; decided week of July 8. 
Under consideration six months. 

7965. Connor Land and Lumber Co. vs. Akron, Canton & 
Youngstown et al. Filed April 7, 1915; submitted Nov. 26, 1915; 
decided week of July 8. Under consideration more than seven 
months. 

8226. Globe Soap Co. vs. Abilene & Southern et al. Rates 
against which complaint was made became effective June 28, 
1915; case submitted Jan. 19, 1916; decided week of July 8. 
Under consideration six months. 

8900. Illinois grain to Chicago. Submitted May 17, 1916; de- 
cided week of July 8. Under consideration less than two 
months. The Commission itself initiated the proceedings less 
than seven months ago. 

8136. Nashville Abattoir, Hide and Melting Co. vs. L. & N. 
et al. Submitted Feb. 4, 1916; decided week of July 8. Under 
consideration four months. 

8898. Application of the Michigan Central in respect to the 
ear ferry from Port Maitland to Ashtabula. Submitted June 13; 
decided week of July 8. 

I. and S. No. 724. Tariff suspended to August 4. Submitted 
April 17; decided week of July 8. 

I. and S. No. 124. Spokane Merchants’ Association’s applica- 
tion for rehearing in matter of transcontinental rates. Sub- 
mitted April 26; decided week ending July 1. Under consid- 
eration two months. 

7605. Concordia Commercial Club et al. vs. A. T. & S. F. et 
al. Submitted Nov. 18, 1915; decided week of July 1, 1916. 
Under consideration more than seven months. 

7959. Charles Platts vs. N. Y. N. H. & H. et al. Tarits ef- 
fective in April, 1915, attacked; submitted Jan. 18, 1916; decided 
week of July 1. Under consideration less than six months. 

I. and S. No. 750. Stoppage of farm wagons in transit. Tar- 
iffs under attack effective Jan. 1, 1916. Submitted March 21; 
decided week ending July 1. Under consideration three months. 

7916. Indiana Transportation Co. vs. Grand Rapids, Holland 
& Chicago. Submitted Nov. 29, 1915; decided week of July 1. 
Under consideration seven months. 

7854. Tulsa Traffic Association vs. A. T. & S. F. et al. Filed 
March 26, 1915; submitted Dec. 15, 1915; decided week of July 1. 
Under consideration nearly seven months. 

I. and S. No. 785. Cement to Texas points, rates effective in 
March, 1916, under attack. Submitted April 21; decided week of 
July 1. Less than five months from effective date to date of 
decision. 

7469. Corporation Commission of Virginia vs. C. & O. Sub- 
mitted May 15, 1915; decided week of July 1, 1916. Under con- 
sideration more than a year. 

7026. Oklahoma Cottonseed Crushers’ Association vs. M. K. 
& T. et al. Submitted Dec. 15, 1915; decided week ending June 
24. 

7274. O. W. Slane Glass Co. vs. Virginia & Southwestern et 
al. Rehearing original report Sept. 10, 1914. Submitted on re- 
hearing Sept. 21, 1915; decided week of June 24. Under con- 
sideration nine months on rehearing. 

7793. J. C. Hubinger Bros. Co. vs. A. T. & S. F. Submitted 
Oct. 1, 1915; decided week June 24. Under consideration nearly 
nine months. 

8074. Swift & Co. vs. Mobile & Ohio et al. Filed June 10, 
1915; submitted Jan, 14, 1916; decided week June 24. 


5901. Andreas Gunderson vs. Gulf & Ship Island. Filed July 
7, 1913; submitted May 24, 1915; decided week June 24, 1916. 

5650. Charles Becker, trading as Wisconsin Coal Co., vs. 
Pere Marquette. Original report Jan. 17, 1914; submitted Dec. 
‘, oe decided week of June 24. Under consideration seven 
months. 


Anyone familiar with baseball and the scoring thereof 
knows that the score cannot show errors of judgment and 
that often errors that are scored are evidences that the 
player was trying for something which, if he had _ suc- 
ceeded, would have been a hair-raising play. The fore- 
going chronology as to decisions published in three issues 
of The Traffic World, it is believed, will be of no benefit 
to the reader unless he remembers the limitations of a 
baseball score. For instance, take the Gunderson case. 
The cause of action arose in November, 1911, but the 
complaint was not filed until July, 1913, nineteen months 
thereafter. Gunderson is a sailing master and he could 
not get ready for the hearing until the spring of 1915— 
or at least he said he could not. The questions involved 
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were novel and worthy of serious consideration. The 
probability also is that Commissioner McChord, who wrote 
the report, had some trouble in convincing his colleagues 
that they should agree with his views. Then again, in- 
asmuch as Gunderson had waited so long to file his com- 
plaint, Mr. McChord felt warranted in laying the case 
aside to dispose of matters he knew were pressing. 


Then there is No. 7916, in which the Eastland disaster 
figured in a collateral way. There was a question as to 
whether that company would carry out its plans and the 
Commission may have waited on that account, although 
it is not safe to conclude there was any delay in that 
case, because only seven months intervened between sub- 
mission and publication of the report. 


Kven when allowances of that kind are made, it is not 
safe to conclude the case was considered in a lackadaisical 
way. The government printing office, at all times, must 
give precedence to material from the two houses of Con- 
gress. The Commission, unlike the Supreme Court, is not 
master of its printer. Reports of the Commission must 
take their turn. Only a short time ago, five months inter- 
vened between the time the Commission, in conference, 
decided a case, and the promulgation of its report. It is 
known, in an unofficial way, that Chairman Meyer is giv- 
ing thought to the question of how to narrow the margin 
between the day on which the Commission comes to a 
decision and the day of publication of the report. The 
Supreme Court is able, by reason of its control over its 
printer, whom it hires and pays out of the fees litigants 
pay it, to have its opinions bear the date of their promul- 
gation. If the printer is not able to produce the cpinions 
on the day set, it can say it will not promulgate the deci- 
sion and opinion until the day he is able to produce galley 
proofs of the opinion and decision. 


The Commission promulgates iis decisions as soon as 
it receives them from the government yrrinting office. That 
may be a week cr it may be months after it has sent the 
“copy” to the printing office. Of course, in a big case such 
as the Five Per Cent, the usual routine may he varied, so 
there is not that wide gap between the day of decision and 
the date of promulgation, which so often has caused rail- 
roads and shippers to write to agents in Washington de- 
manding to know why there had been such delay in for- 
warding a report and order. 


Undoubtedly the government, the typewriter manufac- 
turers, the manufacturers of paper, and possibly the tele- 
graph companies have been unduly enriched on account 
of the explanations agents in Washington have had to 
make to free themselves from a charge of negligence in 
forwarding reports of the Commission. 


Do Business by Mail 


It’s profitable, with accurate lists of prospects. Our catalogue 
contains vital information on Mail Advertising. Also prices and 
quantity on 6,000 national mailing lists, 99% guaranteed. Such as: 

War Material Mfrs. Wealthy Men Fly Paper Mfrs. 
Cheese Box Mfrs. _—_—Ice Mfrs. Foundries 
Shoe Retailers Doctors Farmers 


Auto Owners Axle Grease Mfrs. Fish Hook Mfrs. 


Write for this valuable reference book. Also prices and 


samples of Fac-simile Letters. 
Have us write or revise your Sales Letters, 
Ross-Gould, 822P Olive Street, St. Louis. 


Ross-Gould 
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Lis St.Louis 
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POSITIONS WANTED OR OPEN 


A good opportunity for an INDUSTRIAL TRAFFIC 
MANAGER to secure a competent ASSISTANT of 
reputable character. Age 27; have ten years’ actual ex- 
perience with both carrier and shipper. At present in 
charge of traffic for mercantile firm, but am qualified for 
broader work and desire to connect with some large indus- 
trial concern. Minimum salary considered, $1,300 per year. 
Prefer eastern location. Box 13, care The Traffic World. 








WANTED—A thoroughly experienced man to take 
charge of claim work in traffic department of an industry 
located in New Jersey. Full particulars as to experience 
and ability must be fully stated in application. Box 53, 
care The Traffic World, Chicago. ‘ 





FOR SALE—Established paying overcharge claim bu- 
reau with a reputation for fair dealing. No dissatisfied 
clients. Little competition in territory now worked. 
Plenty of room for expansion. Will dispose of entire 
business, including tariffs and office furniture, for very 
reasonable amount. For details address T. X., care 
Traffic World, Chicago. 


High-class RAILROAD MAN with number of years’ sat- 
isfactory experience in handling accounting and operating 
departments, desires to connect with a line in the South. 
Am qualified and have ability to take entire management 
of class 11 line. Am now employed; age 35; can furnish 
A-1 references. Address Box -18, care Traffic World, 
Chicago. 





TRAFFIC MANAGER, now employed, desires to change 
lo some larger commercial house or commercial associa- 
tion. Has had technical training in interstate commerce 
and law and eight years’ practical traffic and executive 
experience. Twenty-seven years, single, and thoroughly 
steady in habits. K. B. 44, The Traffic World, Chicago. 





TRAFFIC MANAGER will make change about Septem- 
ber 1; age 39 years; seventeen years’ experience; handle 
cases before state and Interstate Commerce commissions; 
don’t start anything unless it can be handled to success- 
ful conclusion; don’t know everything, but have put it 
“over the strongest systems.” Will consider position as 
assistant traffic manager if salary is suitable. Present 
employers unable to retain a high-class traffic manager; 
reference first class. Address A. E. X., care Traffic World, 
Chicago. 





SPECIAL ANNOUNCEMENT. 

We have for sale, for cash, a complete file of railroad 
and committee publications of freight tariffs, numbering 
over 4,500 issues, comprising the transportation charges, 
rules and regulations, covering all classes and commodi- 
ties, between all points east of the Mississippi River; 
also Trans-Continental, Trans-Missouri and Southwestern 
Lines’ publications. .WRITE FOR PARTICULARS. L. D. 
14., care The Traffic World. 








WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Il. 
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LIVE STOCK FROM SOUTHERN PORTS 
THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

Freight traffic men will have to give some attention 
to live stock and fresh meat shipments from southern 
ports, if an amendment to the agricultural appropriation 
bill adopted by the Senate July 6 is allowed to become 
law. It gives all other southern ports the privilege Texas 
ports have had since 1911, of receiving imports of cattle 
from Mexico and Central and South America, notwith- 
standing that such cattle may come from tick-infested 
areas. 

Texas ports obtained that privilege by means of a par- 
liamentary trick. By means of another similar trick the 
privilege may be extended to the other ports south of 
the cattle tick quarantine line. It was in 1911 that Rep- 
resentative Burleson, now postmaster-general, inserted an 
amendment in the agricultural appropriation bill, pre- 
tending to give Texas cattlemen the privilege of driving 
their herds back and forth across the line between that 
state and Mexico, notwithstanding the prohibition against 
importation of cattle from vick-infested areas. One of 
the arguments used was that American cattle frequently 
strayed acrcess the boundary or were driven across it by 
Mexican rustlers. 

Aiter the Burleson amendment was adopted, cattle 
were brought from Mexico to Texas ports in boats. They 
had to be admitted. Then Central Americans demanded, 
under the most favored nation clause, the privilege of 
bringing their cattle to Texas ports, so that now Texas 
has a monopoly of all that kind of import business. 

For years Senator Broussard has been trying to obtain 
the privilege for other ports, particularly New Orleans, 
but always, including July 6, he was ruled out on a point 
of order. After he was knocked out in that way on July 
6, Senator Gore, chairman of the committee, offered an 
amendment, along the same general line, relating, how- 
ever, to everything except cattle. Senator Clarke of 
Arkansas calmly added the Broussard amendment to 
the Gore amendment, and both were agreed to. The 
Texas senators who had fought for hours against 
the extension of the privilege, were not looking for 
such a move on the part of the Arkansas senator, so 
they knew nothing about their defeat until after it was 
accomplished. 

New Orleans and Mobile, for years have been planning 
to import cattle from Central America and slaughter the 
animals so as to send the products North. That is why, 
if the amendment is allowed to remain in the bill, traffic 
men will have to think about handling such business 
from the other gulf ports. 


COAL CARRIERS DISAGREE 

THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
Disagreement between the Bessemer & Lake Erie, on the 
ene hand, and the other carriers of soft coal in Eastern 
Trunk Line territory, on the other, was aired before Ex- 
aminer Gerry at a hearing July 10, in I. and S. No. 800, 
Coal from Pennsylvania Mines, and the formal complaint 
of the Ford Collieries against the Bessemer & Lake Erie 
as to rates on soft coal from around Freeport, Pa., on 

the Bessemer & Lake Erie to New England destinations. 
F. C. Baird, general freight agent of the Bessemer & 
Lake Erie, was the witness for the side of the case made 
up by the insistence of the road. W. J. Mullin, traffic 
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director of the Delaware & Hudson; R. H, Large, general 
coal agent for the Pennsylvania; Mr. Meagher of the Erie; 
G. N. Snider, assistant general coal agent for the New 
York Central, and E. A. Niel, general freight agent of the 
Buffalo, Rochester & Pittsburgh, were the witnesses for 
the other side. C. S. Belsterling appeared as attorney for 
the Bessemer & Lake Erie, George Stuart Patterson for 
the Pennsylvania, Clyde Brown for the New York Central, 
and John B. Daish for the Ford Colliery. 


Some time ago Mr. Baird put into effect a rate from the 
Freeport mines 15 cents over the Clearfield and 5 cents 
over the Greensburg districts and 10 cents under the 
rates from the Westmoreland district in Pennsylvania. 
He made it under the general concurrences of the Dela- 
ware & Hudson and the Erie and their connections. 


Up to that time there had been no rates from Freeport 
to New England. The Erie and the Delaware & Hudson 
objected to what the Bessemer & Lake Erie had done. 
Other trunk lines suggested that if the Bessemer & Lake 
Erie thought joint rates were necessary they should be 
made the same as from the Westmoreland district, which 
furnishes gas coal for New England, and is therefore able, 
Mr. Baird thinks, to pay a higher rate than Freeport, 
which furnishes steam coal, Mr. Baird, in his testimony, 
said he thought Freeport should have the Greensburg 
rate, but to be safe he made the Freeport rate higher 
than Greensburg. 


When the Erie and Delaware & Hudson got around to 
it, they canceled their concurrences with the Bessemer & 
Lake Erie in so far as they applied to coal. That necessi- 
tated the filing of a cancellation tariff by the Bessemer & 
Lake Erie. A suspension of the cancellation tariff and 
the formal complaint of the Ford mines followed. 


The objecting trunk lines insisted that such a rate from 
Freeport would result in a general reduction of soft coal 
rates from Pennsylvania, Maryland and West Virginia to 
New England destinations. They objected to anything of 
that kind because, as they said, they cannot afford a re- 
duction in their revenues. The new rates enabled the 
New Haven to get fuel coal for its engines from the Free- 
port district at a price lower than from West Virginia on 
the $1.40 rate from West Virginia mines to Norfolk. 


Baird testified that the rates he had established from 


Freeport he considered reasonable and therefore what the - 


mine owners in that territory are entitled to have. It 
widens their market, which heretofore has been the one 
supplied by the steam coal mines of the Pittsburgh district. 


THE ROAD TO HELL 


(Exchange) 


In 1828 the school board of Lancaster, O., refused to 
permit the school house to be used for the discussion of 
the question as to whether railroads were practical or not, 
and the matter was recently called to mind by an old 
document that reads in part as follows: 


“You are welcome to use the school house to debate 
all proper questions in, but such things are railroads and 
telegraphs are impossibilities and rank infidelity. There 
is nothing in the Word of God about them. If God had 
designed that his intelligent creatures should travel at 
the frightful speed of fifteen miles an hour by steam he 
would have clearly foretold them through his holy 
prophets. It is a device of Satan to lead immortal souls 
down to hell.” 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail. 

Address “Help for Traffic Man,” The Traffic Service Bureau, 
418 S. Market St., Chicago, Il. 





Classification of Steel Windows. 


Q.—Under separate cover we are sending you our cata- 
log, with reference to solid steel windows. This is a 
new departure for us, as we have just bought this com- 
modity, and will appreciate your helping us to arrive at 
the proper classification it should be shipped under. 
The Western Classification Committee is just issuing a 
supplement with reference to billing sheet metal work, 
but sheet meta: is not mentioned and it really should 
come under this heading. If you will refer. to page seven 
of the catalog, you will readily see that the members 
making up this sash are of heavy steel and not of sheet 
metal. For this reason there is very little likelihood of 
their being bent or injured in any way in shipping and 
consequently should not take as nigh a classification as 
the sheet metal material. 

These sections wili be made up in the shape that 
classify on page nine. The sections will not be more 
than 7% feet high nor anywhere near as long as 15 feet. 
As they are of such heavy material and unglazed, there 
is no necessity of crating or boxing. Therefore, they 
will go entirely open. It is our contention that this 
material ought to be shipped as third class, L. C. L., and 
fourth or fifth, carload. If the classification given this 
kind of material is higher than this, won’t you kindly 
tell us just what procedure is necessary to go through 
in order to obtain better classification from the different 
committees? There is another item on page thirteen. 
You will find that we make doors also of this same ma- 
terial, with the exception. that the lower third has a 
piece of sheet metal inserted instead of glass. We would 
also like the classification on this. 

A.—See items 24 and 25, page 207, Western Classifica- 
tion No. 53. In Official Classification No. 43, see “Window 
Work.” It seems to us you are entitled to the same 
rating as provided on other architectural iron, as per 
items 21 on page 190, 23 on page 193, 28 on page 194, and 
34 on page 196. Suggest that you communicate with 
R. N. Collyer, chairman, Official Classification Committee, 








Lake Cruises iar Vacation 


The Magnificent Steel Steamship ‘Minnesota’ to $4.C inctuaing Meals 
BUFFALO (NIAGARA FALLS) and RETURN and Berth 


Seven days’ cruise via Charlevoix, Harbor Springs and historic Mackinac 
Island, stopping at Detroit and viewing both ways by daylight the beautiful 
scenery of the Detroit River and St. Clair Flats, stopping at all points of 
interest. Nine-hour stop at Buffalo allows plenty of time to see Niagara Falls. 
One way $25, including meals and berth. During season leaves Chicago 
Saturdays at 1:30 p. m. 

The Elegant Steel Steamship “Missouri” to $2°7*° Including Meals 
SAULT STE. MARIE and RETURN = and Berth 
Five days’ cruise via Charlevoix, Petoskey, Harbor Springs and Mackinac 

Island—running the ‘Soo’ River by daylight returning via a _ portion of 

Georgian Bay and the scenic Grand Traverse Bay, stopping at all points of 

interest. One way $14, including mcals and berth. During season leaves 

Chicago Mondays at 4:00 p. m. 

. §. ‘Missouri’ also makes a special trip each week to Onekama, 

Frankfort, Glen Haven and Glen Arbor, leaving Chicago Saturdays at 4:00 p. m. 
For illustrated folder and book of tours address 


Northern Michigan Transportation Co. 
J. C. CONLEY, Gen. Pass. Agt., New Municipal Pier, Chicago, Ill. 
Ticket Office, 138 South Clark Street. Phone Superior 7800 
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143 Liberty strect, New York, along these lines. 

See item 9 on page 122, “Doors.” 

In Southern Classification No. 42, see ‘Window Work.” 
We would say you should have same rating as on other 
architectural iron, as per items 17 on page 132 and 25 on 
page 136. Suggest you communicate with W. R. Powe, 
chairman, Southern Classification Committee, 816 Grant 
Builaing, Atianta, Ga., along these lines. 

See item 30 on page 132, “Doors.” 


COMMISSION ORDERS 


Respondents’ petition for rehearing in I. and S. 125, 
boots and shoes from Boston, Mass., etc., to Atlanta, Ga., 
etc., is denied. 

Upon protest of the complainant, I. and S. 756, coal to 
Glencoe, Mo., is reopened for further hearing. 

Complainants in Nos. 5799, Board of Trade of Vidalia, 
Ga., et al. vs. A. & W. P. et al., and 6373, City of Ocilla, 
Ga. vs. Ocilla Southern et al., are ordered by the Com- 
mission to show cause, on or before August 1, why these 
cases should not be dismissed. 

Case Nos. 7424, Abel & Roberts vs. Mo. Pac., 7424, 
Sub-No. 1, Hydraulic Pressed Brick Co. vs. Same, and 
7424, Sub-No. 2, Ford Paving Co. vs. Same, reopened for 
further hearing upon petition filed by defendants. 

Order of the Commission of June 10, 1912, instigated 
by the Commission as to rates and regulations governing 
the transportation of cement, iron ore, iron and steel 
products and materials used and consumed in the pro- 
duction of the same in Docket No. 5013, vacated and set 
aside. 
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This ‘Brown - Portable’ Keg Piler 


replaced hand methods and reduced the cost of 
piling kegs of nails by nearly 80 per cent. 

The “B-P” Piler overcomes congestion of finished 
products by piling them quickly—it conserves valu- 
able floor space by piling higher than is economically 
possible by hand—it prohibits the inactivity of the 
lazy laborer—it handles all sorts and conditions of 


products in Bags, Bales, Boxes, Barrels, Bundles, of 
any size, weight or shape, as fasta st hey can be placed on the ma- 
chine—it operates continuously, eliminating all the wasted time and 
energy due to empty movements in hand work—it prevents break- 
age of packages—it is reversible, taking packages down as well as up 
—it gives satisfaction in every case because 


“It Lowers the Cost of Lifting”’ 
Ask for Descriptive Bulletin No. 60 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Ete. 









SHREVEPORT, LOUISIANA Albany Terminal Warehouse Co. 
Caddo Transfer & Warehouse Co. Inc. 10 TIVOLI ST., ALBANY, N. Y. 

Special attention given to merchandise stock storage Storage, transferring and forwarding. Direct railroad 
accounts. Carloads for distribution, less carloads for connections, all railroads. Also buildings suitable for 
City Delivery. Reshipments and forwarding by Express branches, to let in whole or part. Members of American 
or Parcel Post. Chain of Warehouses and American Warehousemen’s 
TWO LARGE WAREHOUSES ON RAILROAD TRACKS. » Association. 








LINCOLN, NEB. 


Best Distribution Point In the West 





Western Transfer and Storage Co. 








616 to 522 San Francisco St. Merchandise in car lots distributed to all points. House- 
EL PASO, TEXAS. hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 
FORWARDERS AND DISTRIBUTORS. GENERAL DRAYAGE AND STORAGE 
DISTRIBUTION CARS A SPECIALTY. tt hy ee he By 
TWO WAREHOUSES ON TRACK CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 






Cut Rate Package Car Service from Seaboard Territory. 







ST. JOSEPH TRANSFER CO. 







EDGAR’S SUGAR HOUSE, Inc. u pony EIPESS 
620-532 LAFAYETTHD BLVD. — — 
DETROIT, MICH. 8T. JOSEPH - : - MO. 
Bight fireproof warehouses on tracks of principal rail- MERCHANDISD STORAGE WAREHOUSE. 
roads. The only two fireproof warehouses on the river CA AD AND L. C L. DIS ON, 






front. Lowest insurance rates in the city. Twelve aute 
trucks for delivery. Write for further particulars. 






PROMPT SERVICH GUARANTEED. 









CHICAGO— 






uff rage & Carting Co 
Buffalo Storage g . Chicago Storage & Transfer Co. (Not Inc.) 
350 Seneca St., Buffalo, N. Y. 5851-61 WEST 65TH STREET 
Excellent faciliti f hippi L. L. lots without 
Storage, Transfer and Forwarding Peggy Mwy FH Eg Re RY 
deliveries throughout the city at very reasonable prices. 






Floors for rent. 
INSURANCE RATE SEVENTEEN CENTS. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 
Excellent facilities for reshipping without cartage. Insur- 





Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 















GENERAL STORAGE-DISTRIBUTORS 
ance rate 12 cents. Members of American Warehouse- 
Waseneasemen ont cewantns sow. peareae I men’s Association and American Chain of Warehouses. 
eavy Hauling a Specialty reproo arehouse w- * 
est fase ce Rate in City. Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 






GALVESTON. TEXAS 





The Union Transfer Co. Byvank Transfer & Storage Co. 







107 REED STREET 
FREIGHT TEAMING—SHIPPING AND RECEIVING WATERLOO, IOWA. 
AGENTS RESHIPPING AND DISTRIBUTING 
CARLOAD DISTRIBUTORS A SPECIALTY. 






The Best Equipped Transfer Company in the City 





TO THE TRAFFIC MANAGER 
Who Must Keep Up To The Minute 


On Tariff Filings, Rejections, Suspensions, and the other Most Important Traffic Happenings 


Our Daily Traffic World and Traffic Bulletin Will Appeal 


Let Us Send Samples THE TRAFFIC SERVICE BUREAU; CHICAGO 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, etc 
EXPORT SPECIALISTS 


THROUGH RATES 
MARINE INSURANCE 


LEAVE IT ALL TO US < War RISK 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


JUDSON 





Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Agencies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South America, Philippine Islands, ete 


Security Warehouse Company 
MINNEAPOLIS, MINN. 
Northwestern Distributors for nearly all Nationally 
Advertised Commodities—Twenty Car Trackage 


Space, 
Motor Truck delivery in Minneapolis and St. Paul 


LITTLE ROCK, ARK. 


Distributers of Pool Cars and General Warehousing. 
Parcel Post distributers of catalogs and merchandise. 
Fireproof building. Track connections with all roads. 


Terminal Warehouse Company, 109-111. Rector Avenue 








D. A.:MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 
RANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY D DELIVERIES. 
Direct Connections With All Raliroads. Fireproof Storage, 
Sprinkler System. 





Springfield, Mass. 


Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING 
GENERAL STORAGE, FURNITURE STORAGE, ETC 


TOLEDO, OHIO 


STORAGE FORWARDERS DISTRIBUTORS | 


The best oe ee eS Michigan and In- 
— — = (a ef he ng 
2 interurban and Se ee ee ee No 


five passenger 
ae nenine charges on car lots, either in or out. 
The Toledo Warehouse Co. 
Correspondence 1309-19 La Grange Bt. 


Solicited. 
Mambers tmaricrern and Interstate Warahonseman’s icentatinn 


Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN, 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 
Jos. Stockton Transfer Co. 


536 The Rookery Bullding 


Teaming of Every Description—City Delivery Service 
and Carload Distributors. 





PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CoO. 





Central Warehouse Co. 


Storage—Forwarding 
Trackage Cozanection with all railroads entering the 
Twin Cities. 


Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISTRIBUTING POINT IN THE EAS) 
Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 
SCOTT PAPER CO. WAREHOUSE 
Cc. R. CLEMENTS, Manager 


Trackage, Capacity 18 cars a day. Very low insurance 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Gliisan St. Established in ate 
TRANSFER AND STORAGE USINESS 
— attention given to merchandise A stor- 
accounts, carloads for distribution, less car- 
lente for city delivery, reshipment and reforward- 
ing by express or parce] post. Own and operate 
two class A warehouses on D torsion 
No Switching Charges on Carload Shipments 


Omaha Fireproof Storage Co. 


_ 806-48 SOUTH 16TH 8T., OMAHA, NEB. 


EIGHT AND ONE-HALF ACRBS FLOOR SPACB 
URANCHE RATH J MS ay 
TRACKAGE SPACE, 10 CARS. TEAMING 
AND AUTO SERVICE. 











Savannah Bonded Warehouse & Transfer Co. 


SAVANNAH, GEORGIA 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
ING—FORWARDING—PROMPT AND EFFT T 
SERVICE—EXCEPTIONAL FACILITIES— 
CUSTOM HOUSE BROKERS 
Members American Chain of Warehouses 
Members American Warehousemen’s Association 





Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 


As a Friend of THE TRAFFIC WORLD please Mention the paper in writing to advertisers. 








‘T HE reorganization and 

enlargement of our Spe- 
cial Service Department in 
Washington equips us to ren- 
der an unexcelled special 
service in that city. 


If you want rate compilations 
or comparisons, tonnage 
analyses, revenue statistics, 
copies of complaints, orders, 
rulings and decisions, or any 
other special service in con- 
nection with any department 
of the government, let us han- 
dle the matter for you. 


Special Service Department 
THE TRAFFIC SERVICE BUREAU 
Publishers The Traffic World and The Traffic Bulletin 
505 Colorado Building Washington, D. C. 





